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THE GOODING BILL 


We do not expect the so-called inter-mountain re- 
gion, represented by Senator Gooding, who has obtained 
a favorable report from the Senate interstate commerce 
committee on his bill prohibiting fourth section depart- 
tures on account of water competition through the 
Panama Canal, to be convinced by logic or considerations 
of economic fairness, nor, on the other hand, do we 
think the central west needs any argument nor any ap- 
peal to fairness to cause or increase its opposition to 
the bill; selfish interest would attend to that; but, aside 
from these conflicting and selfish considerations, we 


invite the attention of the country to a careful scrutiny 


of the situation. 


The government, at the.expense of all the niger: 
ers, including the railroads and the shippers not. bene- 
fited (but, rather, harmed), as well.as the shippers:-ben- 
efited, built the Panama Canal;--affording cheaper and 
swifter traffic communication between. the east and west 
coasts of the country by intercoastal ships. 
change did this canal make in the System of transporta- 
tion that now it is much cheaper, in many instances, 
for shippers as far west as Ohio to ship by rail to the 
Atlantic seaboard and then by water through the canal 
to the western seaboard. Naturally, the railroads have 
sought means of meeting this competition, which is un- 
fair for the reason that it obtains its advantage by means 
of a tax laid on all the citizens of the country, including 
those against whom it obtains the advantage. Even if 
the competition were entirely fair, it would seem that 
the railroads ought to be allowed to meet it if they 


Such a 


could. They have sought to do it by making rates to 
the Pacific coast lower than the rates to intermediate 
points, in “violation” of the fourth section of the act to 
regulate commerce, the Interstate Commerce Commis- 
sion having power, under the present law, to grant per- 
mission for such “violations.” The railroads show that 
the rates they propose to make would pay them some- 
thing over the out of pocket cost of doing business and, 
hence, are not confiscatory, and that the intermediate 
country, which feels itself agrieved by not being allowed 
to participate in the lower transcontinental rates, is 
really not harmed—it is merely prevented from partici- 
pating in the benefits of a low rate compelled by water 
competition that in no way affects it. 

It would seem, would it not, that every consideration 
of fairness would favor the railroads being allowed to 
make such rates? It is true that no such rates exist 
now, the Commission, for reasons that seemed good to 
it but that did not appeal to us as sound, having refused 
to allow them. But it is always possible that they may 
be allowed in the future—indeed, it is said that the South- 
ern Pacific is preparing to renew a request along these 
lines—so Senator Gooding and his cohorts, aided by 
other senators persuaded by one argument or another 
to join in the scheme, propose to make such a thing 
legally impossible, and they base their argument on the 
plea that the purpose of their bill is to stop discrimina- 
tion against the people of the interior states “and for the 
protection of the Panama Canal.” In other words, they 
propose to protect the thing that itself is causing dis- 
crimination against the central west, and by a measure 


that will perpetuate and increase that discrimination. 


We do not see how anyone not blinded by sectional 
or selfish prejudice can fail to see that the present situa- 
tion is unjust, or that the purpose of the Gooding bill 
is a further injustice. Moreover, the objection to lower 
transcontinental rail rates is an anachronism at a time 
when shippers everywhere are asking lower rates or ob- 
jecting to higher ones and, together with governmental 
agencies, are bending every effort to bring about lower 
transportation costs at the expense of consistency and 
economic soundness through inland waterway trans- 
portation (paid for in part by the public at large), 
unregulated motor vehicle transportation, Hoch-Smith 
reductions, and what not. Nowhere more than in the 
Senate are high freight rates more condemned and 
schemes for lower rates greeted with more favor; yet 
here is the Senate proposing to do again what it has 
done before—vote for a measure that will prevent lower 
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transcontinental freight rates because a certain section 
of the country is disgruntled at not being able to par 
ticipate in them. 

What is the logical and fair thing to do? Is it not 
either to permit the railroads to meet the competition 
through the Panama Canal, if they can do so with some 
degree of profit to themselves—or at least permit them 
to go as far as they can in meeting it—or to remove the 
advantage enjoyed by those who can use the canal? 
The railroads may be enabled to meet the competition 
by permitting them to reduce transcontinental rates to 
the Pacific coast, and it is not fair to compel them to 
make corresponding reductions to intermediate points if 
rates to those points are reasonable and interests at 
them are not injured by the lower rates to points be- 
yond; the advantage to Panama Canal shippers may be 
removed by an increase in canal tolls and other ways of 
regulating the traffic. Certainly, there is no sound argu- 
ment against the justice of one or the other. Not to 
do one or the other is to be unfair both to the railroads 
and to shippers in the central west. 

Of course, there is still a chance that the Senate 
will not pass the Gooding bill and better than a chance 
that, if it does, the House will save the country from 
the consequences of the Senate’s folly. It is to be 
remembered also that the Senate is trying to prohibit 
something that does not now exist, though, of course, 
conditions might change in the future if the bill does 
not become law. 


THE GOVERNMENT BARGE LINE 

It has been remarked by some of our critics that 
we condemn sectional support of certain proposals 
when they do not meet our approval and join in such 
support when they do meet our approval. For instance, 
it is stated that we condemn mid-west approval of fur- 
ther extensions of the Mississippi Barge Line service, 
but join in midwest condemnation of the Godédding fourth 
section bill. 

Our critics look at the thing awkwardly. Of course, 
sectional opposition or support may be right. That de- 
pends on what it is that is supported or opposed. We 
try to find what we believe to be the inherent right or 
wrong of a given proposal or measure. In our opinion, 
the Gooding bill is violative of fairness and economic 
soundness; therefore, we are opposed to it and, there- 
fore, we think midwest opposition to it is justified, 
though we understand, of course, that the reasons of the 
mid-west are selfish. In the matter of additional ex- 
penditures on and extensions of the barge line service, 
we think the proposal is unsound; therefore, we think 
mid-west support is wrong, and we understand that 
here, too, the reason is to be found in selfish interest. 
The point is that, even when one is selfish he may be 
right, just as he may be wrong, and a given case is to 
be judged on its merits. 

We are not surprised, knowing our world as we do, 
that persons who may hope to profit by the operation 
of the government barge line are for it and favor ex- 
tensions of it. We are surprised, however, that some 
of those who appear before congressional committees 
and elsewhere in support of it can fool themselves or 
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hope to fool others into believing that they are public 
spirited citizens whose motives spring from sound eco- 
nomic thought. They are merely representatives of sel- 
fish interests seeking further profit for themselves. 

It is a study in human nature to observe how the 
barge line, instituted in time of war because of a real 
or fancied necessity for increased emergency transporta- 
tion facilities, and justified then also by its friends— 
and even yet, so far as official sponsorship is concerned 
—as a mere experiment to determine whether this kind 
of transportation can be demonstrated to be profitable 
for private business, has come to be regarded as a per- 
manent transportation enterprise to which shippers are 
entitled and about which they complain when it is not 
extended to give them all the service they desire. They 
ask that more money be spent on it and, though in their 
arguments for these expenditures and extensions, they 
still speak of it as an experiment, they do not really any 
longer think of it as anything of the sort. 

We say that these men are just as selfish and just 
as unfair as any other set of men trying to get something 
for themselves at the expense of others. If the barge line 
enterprise was ever justified as a war emergency meas- 
ure, that need has passed. If it was justified as a gov- 
ernment demonstration, the demonstration has lasted 
long enough. If private capital is not now convinced 
that inland waterway transportation is a profitable field 
for it to enter, we do not see how more money poured 
into the same rat hole and more extensions of the ex- 
periment can offer further proof. The barge line enter- 
prise is unquestionably now, if it is allowed to continue, 
a permanent government participation in the business 
of transportation. It should not be allowed to contiue 
because, even if conducted along more business-like lines, 
the government ought not to be in the business. And it 
is not conducted properly, because all the taxpayers 
have to pay for the loss incurred that a comparative 
few may profit. It is an injustice to shippers who can- 
not use it and to railroads with which it competes un- 
fairly. It is no more justifiable than would be a govern- 
ment railroad cutting rates between the same points 
reached by the barge line. 

We hope the railroads will see fit to enter the arena 
against this enterprise by opposing the bill appropriating 
more money for the barge line. The railroads are selfish, 
of course, but no more so than those on the other side. 
As we said at the outset, however—the test is not 
whether one is selfish, but whether what he advocates 
Or opposes is sound or unsound. The public, when it 
stops to think, may be trusted to decide whether or not 
arguments are sound, no matter whence they come. 


CLAYTON LAW COMPLAINT 


The Commission, by division 4, in No. 20672, Sub-No. 1, 
Interstate Commerce Commission vs. Missouri-Kansas-Texas 
Railroad Company, has issued its second complaint under sec- 
tion 7 of the Clayton anti-trust law. It is a companion, so to 
speak, of the main case, Interstate Commerce Commission vs. 
Kansas City Southern. The two complaints bring in issue the 
quality of the effort to merge the Kansas City Southern, St. 
Louis Southwestern and the Katy, by the acquisition of stock, 
without the prior consent of the Commission by requiring the 
two respondents to show cause why an order should not be 
entered requiring each of them to divest itself of all interest, 
direct or indirect, in the acquired capital stock. (See Traffic 
World, March 3, p. 527.) 

Having reason to believe, says the Commission’s complaint, 














that. the Missouri-Kansas-Texas has violated and is continuing 
to violate section 7 of the Clayton anti-trust law, therefore the 
complaint is made, on information and belief, that the law is 
being violated. The averments as to the facts constituting the 
violation and the effect thereof, are as follows: 


That the Kansas City Southern Railway Company, during the 
years 1924 to 1927, inclusive, acquired a large part of the capital stdéck 
of the Missouri-Kansas-Texas Railroad Company and the St. Louis 
Southwestern Railway Company, without the approval and authoriza- 
tion of the Interstate Commerce Commission. 

That the respondent, Missouri-Kansas-Texas Railroad Company, 
on July 23, 1926, entered into agreements with the Kansas City 
Southern Railway Company, and with the Kansas City Southern 
Railway Company and Central Union Trust Company of New York, 
respectively, by which the Missouri-Kansas-Texas Railroad Company 
agreed to purchase from the Kansas City Southern Railway Company 
and the nsas City Southern Railway Company agreed to sell to 
the Missouri-Kansas-Texas Railroad Company ‘135,000 shares of the 
preferred stock and 20,000 shares of the common stock of the St. Louis 
Southwestern Railway Company, for the sum of $13,613,301. That 
it was provided under the terms of said agreement that the Kansas 
City Southern Railway Company was to retain the voting rights on 
said stock until final payment by the respondent, and that the Central 
Union Trust Company of New York was to act as the bone ae ga J of 
the said stock. That under the said agreements on August 4, 1926 
respondent, Missouri-Kansas-Texas Railroad Company, paid on ac- 
count of the purchase price, the sum of $7,000,000, and had and now 
has the right, upon payment to the Central Union Trust Company of 
the further sum of $6,613,301 for account of the Kansas City Southern, 
to secure the delivery to it of the said 135,000 shares of preferred 
and 20,000 shares of common stock of St. Louis Southwestern Rail- 
way Company together with all dividends paid and to be paid, and 
all rights accrued and accruing on the said stock after July 23, 1926. 
That the time of the said agreements was extended by agreement 
between respondent, Missouri-Kansas-Texas Railroad Company, and 
the Kansas City Southern Railway Company dated November 18, 1927. 

That by the said agreements and deposit of stock with the Central 
Union Trust Company of New York, and the payment made there- 
under, the respondent, Missouri-Kansas-Texas Railroad Company, 
acquired directly or indirectly 135,000 shares of the preferred stock 
and 20,000 shares of the common stock of the St. Louis Southwest- 
ern Railway company without the approval and authorization of the 
Interstate Commerce Commission, and in violation of section 7 of the 
Clayton act. 

That the effect of the acquisition of the said 135,000 shares of 

referred stock and of 20,000 shares of common stock of the St. 

uis Southwestern Railway Company by respondent may be to 
substantially lessen competition between respondent, Missouri-Kan- 
sas-Texas Railroad Company, and the St. Louis Southwestern Rail- 
way oa and to restrain commerce in certain sections and com- 
munities, 


To comply with the text of the Clayton statute, the Com- 
mission, in its complaint, set May 1 as the day on which there 
would be a hearing on this matter. However, that does not 
signify that a hearing will really be begun on that day. At the 
time the main complaint was issued, April 2 was set as the day 
the Kansas City Southern was to be heard. That date, how- 
ever, has been postponed to a day hereafter to be announced. 


In an answer to the Commission’s Clayton anti-trust law 
complaint, No. 20672, Interstate Commerce Commission vs. the 
Kansas City Southern Railway Co., the respondent asserts its 
acquisition of the stock of the Katy and the St. Louis South- 
western was made in good faith with a view to creating a new 
system of railroads in the southwest which would not nor was 
intended to bring about a lessening of competition. The answer 
was signed by L. F. Loree, as chairman of the Kansas City 
Southern’s board, Samuel W. Moore and Frank H. Moore, as 
counsel for the respondent. 

In addition to that declaration the Kansas City Southern 
made the assertion that ever since the announcement, on May 
19, 1927, of the Commission’s adverse decision on the applica- 
tion for permission to merge the lines it had held all the stock 
of the Cotton Belt, owned by it, to aid and facilitate the unifica- 
tion of the three lines, and,.in particular, to aid and facilitate 
the proposed and now pending application of the M-K-T. 

Further the answer declared that the respondent had made 
all reasonable efforts to dispose of its M-K-T common stock, so 
held. by: it, and had sold, in the market, 119,600 shares thereof, 
including the. 100,000 shares purchased from the Cotton Belt. A 
greater amount of the stock, the respondent said, could not have 
been sold in the market without seriously disturbing market con- 
ditions and causing unnecessary loss to the respondent and 
probable loss to other stockholders of the M-K-T by reason of 
depressed market prices, and without seriously embarrassing or 
defeating, for the same reason, the plan of the M-K-T for the 
exchange of its stock for the stocks of the other two com- 
panies. Respondent now hel@& the answer said, 330,400 shares, 
which was 25.16 per cent of the total outstanding stock, both 
common and preferred, of the M-K-T. 

To show that the respondent intends to liquidate the re- 
mainder of the M-K-T common stock held by it, as soon as mar- 
ket conditions permit, the answer cites a resolution adopted by 
the board of directors on March 21, 1928, providing for such 
liquidation as soon as market conditions permit through sale or 
by granting subscription rights or by trusteeing for sale all or 
any part of such stock, The company, however, said it desired 
to reserve the right to apply to the Commission for authority to 
make some other disposition of the stock if circumstances would 
make that course advisable. 

The answer said the respondent was prepared to prove to 
the Commission that in the entire period covered by the stock 
acquisitions and the holding and voting of the stocks, there had 
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been no lessening of competition between the companies or be- 
tween any of them and that there had been no restraint of com- 
merce in any section or community. 

For the purpose of evidencing its good faith the Kansas 
City Southern stated that on February 20, 1925, it advised the 
Commission of the stock purchases then made by it and its plans 
to create a new southwestern system and that from time to time 
thereafter it advised the Commission of subsequent purchases of 
stock, and in detail, the steps taken from time to time to bring 
about the proposed unification. 

For the reasons set forth in the answer the Kansas City 
Southern asked that the complaint be dismissed. 


LOREE SOUTHWESTERN PLAN 
The Traffic World Washington Bureau 


A greatly revised plan for the merging of the Missouri- 
Kansas-Texas, the Kansas City Southern and the St. Louis 
Southwestern has been submitted to the Commission in finance 
No. 6817, application of the Missouri-Kansas-Texas for authority 
to acquire stock control, in a manner not involving consolidation 
into a single system for ownership and operation, of the Kansas 
City Southern and the St. Louis Southwestern, or either of them 
alone, should the Commission not approve the application to 
acquire both. This application, actually, if not technically, takes 
the place of the application of the Kansas City Southern for 
permission to control the Katy and the Cotton Belt. That plan 
was disapproved by the Commission nearly a year ago. Re- 
cently the Commission has filed Clayton anti-trust complaints 
against the Katy and the Kansas City Southern, asserting on 
information and belief, that the acquisition of stock by the two 
respondents, without the prior consent of the Commission, was 
a violation of section 7 of the Clayton anti-trust law. The Com- 
mission has cited the Katy and the Kansas City Southern to 
show cause why they should not be required to divest them- 
selves of the stock they acquired in furtherance of the plan 
for a merger that failed to meet its approval. 

The application says it is proposed to acquire control of 
the St. Louis Southwestern by the purchase of 135,000 shares of 
preferred and 20,000 shares of common stock now held by the 
Kansas City Southern and the remaining preferred stock by 
exchanging for each share of the St. Louis Southwestern stock 
one share of its own 5 per cent cumulative preferred stock plus 
$5 per share in cash. The remaining common stock it is pro- 
posed to acquire by exchanging 214 shares of its own common 
stock for each share. The company also reserves the option 
of paying for the shares in cash at prices approved by the 
Commission. 

Control of the Kansas City Southern is proposed to be ac- 
quired by exchanging nine-tenths of a share of applicant’s 5 per 
cent cumulative preferred stock for each of the 210,000 shares 
outstanding of the preferred stock of the Kansas City Southern 
and 1% shares of its own common stock for each of the 299,599 
shares of the common stock of the Kansas City Southern; or 
ps purchasing them for cash at prices approved by the Commis- 
sion. 

At present, the application says, the Kansas City Southern 
holds approximately 330,900 shares of the common stock of the 
M-K-T. The plan now proposed contemplates that the Kansas 
City Southern shall liquidate this stock as soon as market con- 
ditions permit through sale from time to time, by granting sub- 
scription rights, or by trusteeing, for sale, all or any part of 
it or by any combination of such methods. i 

For the stock of the St. Louis Southwestern, now held by 
the Kansas City Southern, the applicant proposes to pay 313, 
613,301 and interest from July 23, 1926. 

“Of the larger independent carriers in the southwestern 
region,” the application says, “practically the only ones remain- 
ing which are not already incorporated or proposed to be in- 
corporated in one of the major systems are the Kansas City 
company, the St. Louis company and the applicant. It logically 
follows that it is in the public interest, as well as the interest 
of each of the companies, that steps should be taken to carry 
out the purposes and policies of the transportation act by in- 
cluding these roads in a large system capable of conducting 
transportation with greater efficiency and economy and with 4 
combined financial strength adequate to meet the competition 
of the other major systems in the southwestern region which 
would be impossible if the operation of these three carriers be 
continued as unrelated lines.” 


CONSOLIDATION LEGISLATION | 
The House committee on interstate and foreign commerce 
finally completed consideration of the Parker railroad consoli- 
dation bill this week. The revised bill, it was said, would be 
made public shortly. 


ERIE INDUSTRIAL MAP 
The Erie Railroad has issued a folding industrial map cov 
ering its system. It announces that copies may be had on 
request. , 
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No Lick and Promise in Lake Cargo Coal Case.—In one 
respect, at least, the court at Charleston, W. Va., that heard 
the arguments for and against the petition of the southern 
operators for an injunction forbidding the enforcement of the 
Commission’s latest order in the lake cargo coal matter, emu- 
lated the Supreme Court of the United States in the early days. 
In the celebrated cases in which Chief Justice Marshall put the 
breath of life into the commerce clause of the Constitution and 
made a thing of force the prohibition against the impairment 
of the obligations of a contract by a state, no time limit was 
placed on the lawyers who discussed those vital things. Judg- 
ing from the accounts of the discussion of Gibbons vs. Ogden 
and the Dartmouth College case, the discussions lasted for 
days, though there were not many men on either side. The 
court at Charleston, composed of Circuit Judges Parker and 
Northcott and District Judge McClintic, listened for four days. 
In the early days the attorneys seemed at times to be addressing 
the gallery as much as the court. Well they might have done 
so. The contemporary prints indicate that there were ladies, 
many of them, present on such occasions and that, to say the 
least, there was just a bit of society flavor to the arguments. 
The court room at Charleston was crowded on each of the 
four days the argument was going on. Some of the remarks 
in those four days impressed some of those not making them 
as being addressed to the gallery, just as some of the remarks 
of Daniel Webster in the Dartmouth case, for instance, seemed 
to have been made more with a view to their effect on the 
bystanders than on the court. But in the early days cases 
before the court were as much in politics as the lake cargo coal 
case, especially in the years in which Thomas Jefferson was 
trying so hard to get the scalp of his cousin, the chief justice, 
and the head of Aaron Burr. That, of course, was before the 
Gibbons vs. Ogden and Dartmouth College cases, but the gal- 
lery talking continued to the time of those cases. Judge Parker, 
in an incidental remark in the lake cargo coal case, showed his 
appreciation of the weight of the case being argued by referring 
to it as of national importance. Mr. Farrell, the Commission’s 
chief counsel, in substance, told the court that, unless the Com- 
mission had such control over the rates of all railroads as was 
exercised in this case, Congress might as well repeal section 
15-a, the part of the statute directing the Commission to initiate 
and establish rates that would give the country an efficient trans- 
portation system. In essence, the courts will have to decide 
whether Congress gave the Commission such power as it has 
been exercising and, if it did, whether Congress was exceeding 
its powers. Of course, those who desire a dismissal of the bill 
believe the courts decided those questions in the Wisconsin, 
Dayton-Goose Creek, and other cases, in favor of the Commis- 
sion’s contention in this case—that Congress gave it a mandate 
to restore the railroads to health in accordance with its informed 
judgment. Those who hope for an injunction are able to show 
a difference in the cases then and now at bar, else there would 
have been none of the four days of discussion at Charleston. 
The three-judge court is expected to give a reasoned opinion for 
whatever judgment it hands down at Richmond, Va., April 14. 
Seemingly, the inferior courts have taken to heart the admoni- 
tions of the Supreme Court to tell why they make such decisions 
as they make. By giving reasons for what they do or refuse 
to do, the lower courts lighten the burden of the court of last 
resort, to which body all cases involving Commission orders 
may be taken as a matter of right, not of grace. 
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Senate Needs a New Name.—While it is true that a rose 
by any other name would smell as sweet, it might be asked if 
the rose would be content to be called a rose if it became the 
producer not only of the sweet bloom but also of elephant ears, 
sapadilloes, skunk cabbage, and avacado pears. The multiplica- 
tion of duties for itself by the United States Senate has sug- 
gested the holding of a contest with a prize for the one propos- 
ing the best name. Senate, regardless of what the dictionaries 
may say, when that name was given, meant a legislative body 
with incidental executive and legislative functions. The things 
the Senate has been doing, outside of the domain of legislation, 
have caused some sarcastic writers to refer to it as the super 
grand jury. The matter of proper titles of respect and names 
for persons in authority long has been a subject for deep 
thought. Just before the inauguration of George Washington 
the Senate spent hours debating what it should call the first 
President. It did not feel it could address him in the colloquial 
“say” or just “George.” It is an interesting story, but not ex- 
actly germane here except to indicate that, perhaps, the present 
President of the United States might return the compliment 
Paid to the first of his line by making some expressions on the 
subject. The first question to be answered, it might be inferred, 
would be as to whether the new name should indicate greater 
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or less power than given in the Constitution, or whether it 
should be a compromise such as Charlemagne adopted when he 
when to Rome to be crowned as head of the holy Roman empire. 
The Frankish king was reestablishing the Roman empire as 
nearly as he knew how, but something held him back from 
calling himself Augustus; perhaps it was a consciousness that 
folks might laugh at the descendant of the palace major domo 
calling himself Augustus. Anyhow, he seemed to have a happy 
thought. He-would, take the title Constantine had when he 
left York, England, on that journey that led to the founding 
of the eastern empire and the naming of the crossroads of 
Europe and Asia after himself. So Charles called himself the 
Cesar, spelling it in the Frankish way, Kaiser, instead of the 
Latin way. History may suggest a compromise for the name 
of the Senate somewhere between what that body was and what 
it is. The Commission might be the body designated to receive 
suggestions from those interested. 





Calculating Tax Reduction.—Early next week, Calvin Cool- 
idge and Andrew W. Mellon will sit down to pore over income 
tax return figures to calculate how much of a reduction there 
can be in taxation next year. By that time the treasury will 
have compiled the figures showing the result of income tax 
returns on business done in 1927. Economy and still more econ- 
omy is the watchword of each. Any disagreement between them 
will be as to how much can be lopped off. Some time ago they 
tenatively agreed that $225,000,000 would be about the amount 
of the reduction. This week, however, the canny Scot from 
Pittsburgh looked at the figures representing the actual and 
probable appropriations by the Congress now at work on plans 
for giving wings to dollars. Having looked, he decided that the 
estimate of saving would have to be cut to $200,000,000. Calvin 
Coolidge did not immediately follow the head of the Treasury 
Department into that descent into pessimism. He adhered to 
$225,000,000. That might be of some significance. Coolidge has 
the veto power. His refusal to go along with Mellon, at least 
right away, might have been taken as indicating that he had 
in mind a veto message or two, about which he had not told 
the keeper of his financial conscience. However, next week, as 
before set forth, those guardians of the dollars will come to a 
conclusion as to how much of the burden can be taken off. The 
United States is the only country that has any trouble of that 
sort. The others are all wondering how much more they can 
raise. 





Loree and Try, Try Again.—It may be that Leonor F. Loree, 
a Jerseyman, did not use McGuffey’s readers when he went to 
school, but, if he did not, seemingly he learned those verses 
about “If at first you don’t succeed, try, try again,” and believed 
they laid down a good rule to be followed. Although the Com- 
mission has turned down its thumbs on nearly everything he 
has proposed, this week he came forward again with a plan 
for the merging of southwestern lines, preferably a three-line 
merger, but, if not that, then a two-line plan. It has become 
a common saying about the Commission that, as to Mr. Loree’s 
financial anatomy, the Commission has left no part of it un- 
trodden. Not only that, but it has issued two complaints requir- 
ing the Kansas City Southern and the Katy to say why they 
should not divest themselves of stock acquired by them in 
furtherance of the disapproved plan for the merging of them- 
selves and the Cotton Belt. One of the points made in the 
latest application (also in the earlier one) was that the three 
roads covered by them were the only ones not in or proposed to 
be taken into some larger system. That is a point that, it is 
believed, will appeal to the ordinary citizen, if not to the ex- 
perts. As to the proposed combination of the three roads re- 
ducing competition in a hurtful way, a reading of the Com- 
mission’s decision in No. 17159, Southern Kansas Grain and 
Grain Products Association vs. Rock Island et al. (elsewhere 
in this issue), it is suggetsed, will show that, in so far as the 
export grain trade is concerned, that allegation will have noth- 
ing to stand on. On the contrary, combining the three roads, 
it might seem, would increase the competition. 





Why the Commission Is Chary About Reparation, Infor- 
mally.—The observations about the course of the Commission 
in No. 19125, Allied Packers, Inc., et al. vs. Baltimore and Ohio 
et al. (Traffic World, March 24, p. 703), have brought out the 
explanation, unofficially, that, when the Commission denies the 
application, on the informal docket, of a carrier for permission 
to make reparation, it is done because the carrier has failed 
to make a proper showing that it should be allowed to refund. 
No such explanation, however, is to be found in the report. The 
explanation, it might be suggested, “passes the buck” to the 
applicant carriers. It might also be inferred that the Com- 
mission thereby questions the good faith of the representations 
to the effect that the carrier believes its rate or rates to have 
been unreasonable. The fact, not disclosed on the record of 
such cases as the one under discussion, is that the Commission, 
in such cases, as in cases of joint rates between trunk lines and 
industrial railroads, is in fear of having rebates given. The 
giving of rebates is a criminal offense. Yet the Commission, in 











the industrial railroad cases and, seemingly, in the informal 
docket cases, many believe, is using the ordinary parts of the 
law to condemn, as rebates, practices that probably could not 
be shown, under the criminal section, to be unlawful. The 
quality of such a course has been questioned. In fourth section 
violation cases the Commission has denied reparation on the 


ground that the disregard of that section, in many instances, is. 


a public wrong and not a case of private damage. Under such 
a line of cases the carriers’ tariff publishing agents, for a long 
time, were able to disregard injunctions to remove fourth sec- 
tion violations because violations did not hurt either the rail- 
roads or their agents. When, however, the Commission began 
having carriers indicted for failure to observe admonitions of 
that sort, the higher officials of the railroads began taking 
notice of them. That meant that the agents began being stirred 
into activity. Some of their inactivity may have been due to 
carelessness and some to a lack of sufficient help to enable 
them to bring their tariffs into conformity with the fourth sec- 
tion. No matter what the cause of the failure, the indictments 
began producing results. The inference is that, if railroads that 
apply for permission to refund, on the informal docket, make 
only perfunctory representations or try to put over rebates, the 
Commission might try something that would cause the higher 
officials to observe to their subordinates that it was not good 
policy for such things to be done. As a rule, the higher officials 
are well enough informed to know that the time has long passed 
for treating the Commission as a joke.—A. E. H. 


RAILROAD-AIRPLANE SERVICE 
The Traffic World New York Bureau 


Stating that the railroads had failed to appraise properly 
in advance the value of bus line services and, accordingly, had 
suffered a considerable diversion of passenger business, W. 
Irving Glover, Assistant Postmaster-General, in an address at the 
monthly dinner of the Traffic Club of New York this week, said 
the railroads should not fail a second time, but should now 
undertake the development of airplane passenger carrying serv- 
ices. If they do this, in his opinion, they will save this traffic 
for the railroads. Otherwise, they will see a further loss of 
passenger business. Mr. Glover sketched the growth of the 
air mail service from small beginnings until it now extends 
from coast to coast and is operating day and night, with a 
daily average of 15,694 miles. This will be increased to 25,000 
miles by July 1, he added. ° 

Mr. Glover went into some detail in regard to competition 
between the railroads and bus lines. The diversion of traffic 
has caused the abandonment of thousands of miles of railroad 
passenger train service, not only on the short lines but also on 
the great trunk lines, he said. 

“IT cannot believe,” he continued, “that the railroads of this 
country are ever going to be caught asleep again, and it is for 
that reason that the great railroad systems, east and west, are 
thinking about what part in the picture of transportation the 
passenger-carrying airplane is going to assume. 

“Within a very short while, there have been three repre- 
sentative officials of a like number of great railroad companies 
to see me, asking: ‘What is there in this airplane game? Is 
it here to stay? Is it just a myth, as one English writer has 
termed it, or is it something we ought to reckon with?’ My 
answer has always been: ‘Don’t pass it up as you did the bus.’ 
And they are not going to let this question of air passenger 
carrying business get away from them. 

“It is absolutely the proper thing for the great railroad 
systems to be the foremost in this new field of passenger-carry- 
ing, and my prediction, here and now, is that they will. As 
one representative told me in the south, a short time ago, his 
line was interested and they felt that they knew the trans- 
portation end with all its problems just a bit better than anyone 
else. 

“They had the staff, or ground force, so to speak, for the 
establishment of air passenger carrying business and their road, 
for one, was not going to lose its opportunity when it pre- 
sented itself to go along with this newest form of transportation. 

“Why is it that the largest percentage of passengers who 
use the European air lines are Americans? Just for the simple 
reason that lines are established in Europe, flying on a schedule 
and giving service. Do you suppose that there are more Amer- 
icans who are willing to fly abroad than there are in thefr own 
land? Do you not suppose that the American business man 
will want to use the air service when time is of such value to 
him? 

“How much longer do you suppose it is going to be before 
someone is going to establish a passenger line to take off the 
train travel-weary passenger, who has just come from the Pacific 
slope, at the Twin Cities (St. Paul and Minneapolis) and deposit 
him with speed and safety at either Detroit or Cleveland, where 
direct train connection will await him for this great city and 
thereby save a full business day? 

“How much longer will the same business man be satisfied 
to continue a further twenty-four hours on the train from Albu- 
querque, New Mexico, to Los Angeles, the train leaving there at 
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noon today and arriving tomorrow afternoon at 2 p. m., when 
the plane can take him off the train at the same point and 
deposit him safely in Los Angeles tonight, so that he can have 
his bath, a four-legged bed to sleep in, and a full half day’s 
start on his business competitor who continued on the train? 

“How much longer is the business man going to be satisfied 
with just the one method of travel by train to the great city 
of St. Louis from New York, taking twenty-four hours, when 
it can be done in less than half that time? 


“How much longer is the tired business man going to be 
satisfied with spending twelve or sixteen hours of his week- 
end getting to the Maine coast resorts, thereby lessening his 
hours for the needed time on the golf links? 

“Not long, for the demands of the American traveling public 
will bring this new method of traveling into favor.” 


LAKE CARGO COAL CASE 


In a memorandum of argument made on behalf of the peti- 
tioners in equity No. 2185, Anchor Coal Co. et al. vs. United 
States of America, Interstate Commerce Commission et al., the 
proceeding in which the southern operators ask for an injunc- 
tion forbidding the enforcement of the Commission’s order in 
the latest lake cargo coal case, John W. Davis, R. E. Quirk, 
E. L. Greever, and J. V. Norman, for the convenience of the 
court, set out what they assert are new constructions of the 
interstate commerce act, made by the Commission in this case, 
which have not heretofore been decided by the courts. Their 
claims in that behalf are as follows: 


1. The Commission holds that it has the power to condemn as 
unjust and unreasonable a rate sought to be reduced by one carrier 
because it is not, in the opinion of the Commission, properly related 
to a rate of another carrier serving competing shippers and without 
finding that the proposed reduced rate is unjustly discriminatory or 
unduly prejudicial. 

2. The Commission holds that it has the power to condemn a 
particular rate under the provisions of Section 15a, if it thinks that 
that rate will impair the aggregate net railway operating income of 
the carriers in a rate group. 

. The Commission holds that it has the power.to condemn a 
reduced rate proposed by a carrier because of the failure of that 
carrier affirmatively to show that transportation conditions on the 
lines of other carriers serving competing shippers are less favorable 
— = transportation conditions of the carrier seeking to establish 

e rate. 

4. The Commission holds that it has the power to condemn a par- 
ticular rate of one carrier or carriers because such carriers failed 
affirmatively to show that such rate is in accord with the policies 
prescribed for the Commission by the Hoch-Smith Resolution in the 
face of the fact that such policies are vaguely described, are in- 
—_ and have not been defined either by the Commission or the 
courts, 

5. The Hoch-Smith Resolution states that the Commission may 
consider the ‘conditions that prevail in the several industries’ in 
so far as that is legally possible and the Commission construes that 
resolution as giving it power to deal with conditions that prevail in 
parts of an industry as distinguished from ‘‘the several industries” 
as described in the resolution. 

6. The Commission holds (a) that it is settled practice that the 
burden of justifying a reduced rate is upon the carrier proposing it, 
despite the fact that no such burden is by law placed upon the 
carrier in such circumstances. Paragraph (7), Section 15 places the 
burden upon the carrier to justify a rate sought to be increased or 
a rate increased after January 1, 1920. Expressio unius est exclusio 
alterius. And, in addition, the Commission holds (b) that where a 
carrier proposes a rate, it is not sufficient for the carrier in justifica- 
tion of that rate to show that it does not violate Sections 1, 2, 3 and 
4 of the Interstate Commerce Act, which are the sections which 
define the duties and obligations of the carriers under that act. 


ASKS ESCH REAPPOINTMENT 


The Trans-Missouri-Kansas Shippers’ Advisory Board has 
adopted the following resolutions: 


The Trans-Missouri-Kansas Shippers’ Advisory Board, comprising 
representatives of all industries of Kansas, Missouri, northern Ark- 
ansas, northern Oklahoma and southwestern Illinois, in regular quar- 
terly meeting assembled for consideration of transportation matters 
cannot permit to pass unnoticed and without protest the refusal of 
the Senate to confirm the reappointment of Commissioner Esch to a 
second and well deserved term on the I. C. C. 

Such action lowers the dignity of the most important admin- 
istrative commission of the government; the one which is most im- 
portant to the _ of this nation. Such a policy of determining 
the personnel of the Commission will weaken it in public confidence 
and esteem and make service thereon unattractive to men of ability 
and independence of thought—qualities which are essential to the 
continued usefulness of that body. 

The principle is larger than any man or any locality or conflict 
of interests involved in any case before the Commission for deter- 
mination. It must be settled right unless the judgment of the I. C. C. 
and the vast influence such judgment involves is to be dependent 
upon passing political whims. 

Because of the gravity of the situation, this board for the first 
time departs from an unwritten rule limiting its activities to matters 
relating to car supply and service to ask, Mr. President, that you 
reappoint Mr. Esch and persistently refuse to permit sectional an 
selfish interest to dominate the situation. 

A copy of this resolution is being sent to all senators represent- 
ing the states comprised in this board. 





REIMBURSEMENT OF DEFICIT 


The Commission has certified to the Secretary of the Treas- 
ury that the net amount due to the Mount Mansfield Electric 
Railroad, a common carrier in Vermont, under paragraphs (f) 
and (g) of section 204 of the transportation act is $6,383.58. 
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MIDCONTINENT OIL RATES, 1925 


The Commission, in its second supplemental report in No. 
15584, Sinclair Refining Co. et al. vs. Ahnapee & Western et al., 
and cases joined with it, the whole called Midcontinent Oil 
Rates, 1925, opinion No. 13087, 139 I. C. C. 605-18, written by 
Commissioner McManamy, disposed of questions reserved for 
future consideration when the original report, 112 I. C. C. 421, 
was made. (See Traffic World, March 24.) The other cases 
covered by this report are: No. 15585, Miller Petroleum Co. 
et al. vs. Santa Fe et al.; No. 16065, Barnsdall Refining Co. et 
al. vs. Louisiana & Arkansas et al.; No. 16066, North Texas 
Petroleum Traffic Bureau vs. Same; No. 16309, South Dakota 
Independent Oil Jobbers’ Association vs. Santa Fe et al.; and 


No. 17304, International Oil Co. et al. vs. Abilene & Southern 
et al. 


The questions reserved were as to the rates on petroleum 
and its products from the territory of origin covered by the 
proceeding, broadly speaking, all refining points west of the 
Ohio-Indiana line to the Rocky Mountains, to northern Nebraska, 
the Dakotas and northwestern Minnesota. 


On the reserved questions the Commission found that the 
rates on gasoline and other petroleum products from the mid- 
continent field to destinations in the Dakotas and northwestern 
Minnesota, and from Whiting, Ind., Casper and Osage, Wyo., 
and Miles City, Lewiston, and Great Falls, Mont., to destinations 
in South Dakota were unreasonable, and in some instances, un- 
duly prejudicial. 


Rates are to be revised, not later than June 14, in accord- 
ance with three appendices setting forth rates to typical points, 
other points to be given rates graded in accordance with the 
data furnished by the appendices. The appendices show dis- 
tances, present rates, ton-mile earnings and prescribed rates. 
As reproduced herein they show only distances, present and 


prescribed rates. In disposing of the case, the Commission made 
the following findings: 


1. That the rates on gasoline and other petroleum products taking 
the same rates from Group 3, as that group is defined in our original 
report herein, to points in South Dakota, North Dakota, and that 
part of Minnesota covered by these proceedings, are and for the 
future will be unreasonable and unduly prejudicial to the extent 
that they exceed the respective rates set forth in Appendixes A and C 
under the heading ‘‘Rate prescribed.”’ 


2. That rates on gasoline and other petroleum products taking the 
same rates from Casper and Osage, yo., to points in central and 
western South Dakota are and for the future will be unreasonable 
and unduly prejudicial to the extent that they exceed 50 cents to 
Redfield, Huron, and Mitchell, 45 cents to Pierre and Chamberlain, 
36 cents to Rapid City, and 40 cents to Belle Fourche. 


3. That rates on gasoline and other petroleum products taking the 
same rates from Montana to points on the Chicago, Milwaukee & St. 
Paul in South Dakota are and for the future will be unreasonable 
to the extent that they exceed (a) from Lewistown and Great Falls, 
55 cents to Lemmon, 60 cents to Mobridge, and 65 cents to Aberdeen 
and (b) from Miles City 35 cents to Lemon, 40 cents to Mobridge, 
45 cents to Aberdeen, and 50 cents to points east of Aberdeen. 


4, That rates on gasoline and other petroleum products taking 
the same rates from Whiting, Ind., to South Dakota points are and 
for the future will be unreasonable and unduly prejudicial to the 
extent that they exceed the rates set forth in Appendix B under the 
heading “Rate prescribed.” 


5. That rates on gasoline and other petroleum products taking 
the same rates from points in the other origin groups in the mid- 
continent field, as those groups were defined in our original report 
herein, to South Dakota, North Dakota, and northwestern Minne- 
sota are and for the future will be unreasonable and unduly prejudi- 
cial to the extent’ that the differences between the rates from points 
in such groups and rates herein prescribed from Group 3 depart 
from the differentials prescribed to Sioux Falls and St. Paul in our 
original report herein, and set forth in Appendix 5 to that report. 


6. That rates on fuel oil and other low-grade petroleum products 
from and to the various points covered by our findings are and for 
the future will be unreasonable to the extent that they exceed 80 
per cent of the rates herein prescribed on gasoline. 


The rates and bases of rates found reasonable herein are to repre- 
sentative destinations. Defendants should adjust rates to other desti- 
nations, including destinations in northern’ Nebraska, in proper rela- 
tionship thereto having due regard for differences in distances. 

Complainants in No. 17304 ask for reparation on shipments to 
North Dakota and Minnesota. Complainants in No. 16309 do not 
ask for reparation, but there are other complaints pending in which 
reparation is sought on shipments from the mid-continent field to 
South Dakota. The reductions which the carriers were directed to 
make to Sioux City, Sioux Falls, and the Twin Cities in our original 
report herein had for their purpose the creation of a more consistent 
and reasonable relationship of rates as between those points and other 
points in western trunk-line territory to which in some instances 
increases were authorized. The reductions which we are here requir- 
ing are of the same nature and are a part of the same general read- 
justment. Upon consideration of the particular circumstances here 


existing, and following our usual practice in cases of this kind, 
reparation is denied. 


The appendices, A, B, and C, are as follows: 


Decisions of Interstate Commerce Commission 
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APPENDIX A 





Rate 
Present Pre- 
Distance Rate scribed 
From Group 3 to— Miles Cents Cents 
SSS re ere oie 610 36 a 
Sioux Falls ........ccseeceseceeecceseececeees 701 40 es 
I has oa cngigerk-e's owe Wiee sien Watbne seem emnn 672 53.5 41 
SEE on55o5 soc. Siw SeGisiedepe es ebieie-weginweine en 747 58.5 45 
BHUPOM occ cc ccsccccvescvsescvesscccvccscccese 797 61 48 
TE os occas cine, crb. Sco dig Winreere peale Bw Ie Se NINES 807 69 54 
NS QP ree ee 814 66 52 
I 5c sig) oe ww oo1s«. Were wataw ernaie Germenciereimee 828 58.5 50 
SI Sho i .urainre. ute levee weinte eelerwio atone Sele a ee 875 67.5 55 
I hac as tahciaa angie ale emia Naw iew ae ero ee eiyereie 889 95 58 
NS cds .c cicrcia ech ow eaewheween blame weeteienee PEIer 916 70.5 59 
OE OOOO OEE EOE OT 917 67.5 59 
Ee re ere Ce rnc 967 92 63 
re . oH Bs = 
ES cies sccccin ad sten waleoeemewaweloe eee em : A 
Tsabel* ceed Cd oiravatalaustaieserdle @einieia alee en aie NETS 1,036 90.5 70 
reer ere rer ee 1,064 91 70 
ree er rr rr 1,073 90.5 70 
IND 5a: ia: 06.6010 00's 0's 6.60 5 wee WO w ee cee ewes 1,087 93 72 
I oi ccn ee nc skis cred se Slows eeeleeeneeielee es ere 1,106 99 75 
*Branch line points. 
APPENDIX B 
Rate 
Present Pre- 
From Whiting, Ind., to— Distance Rate scribed 
Stations on C., M. & St. P.: Miles Cents Cents 
eer rrr eee 570 38.5 aie 
eS ee ee 591 39.5 39 
(St ae re 631 43 40 
OS ee es ee ee re 662 39.5 40 
a A eee rr ee 699 48 44 
oN Se ee ee 766 60.5 50 
ee er re 800 mw 52 
po es : errr rr ree er 67.5 57 
BI IS BO Soin ccisisia9 aceon w ea ea@ow ews oueeer 72.5 55 
NICS IR 5.0 ca.6:ioreralo wins d)570 med 5 hie ora rgielo-wie atten 5 95.5 60 
Rapid City, S. D 108 65 
ee SE Ear ere 88 64 


ee 
Stations on C. & N. W.: 
eT eee rete 42 39 









Lake Preston, S. 48 40 
Watertown, S. D 48 40 
oS SS ear rr rere ee x 50.5 44 
SR ere ee re 66 50 
Aberdeen, BS. D......ccccors 50.5 47 
RN, FB. Dian ccccvese 105.5 56 
JOS Ls Se SS: are ric ee ‘ 108 65 
Belle Fourche, S. ; 108 68 
Appendix C 

Rate 

Present Pre- 

From Group 3 to— Distancejy Rate scribed 

Miles Cents Cents 
I No. ro etdig oiccoiae sino ates os om ore ee 822 42 = 
Willmar, 831 42 = 
Morris, 58 54 
Fergus Falls, Minn.. 64 61 
. i er ee ere ore 971 56.5 ie 

a ea ere eee 972 62.5 62.5 
rr ree ee 1,046 70.5 67 
ee ee ere 1,113 64 70 
WERDOUOR, TH. TORR. cc cccsiceeccccvcesesesus 944 65 60 
| rere ee cee 990 70 62 
ee a ee ee 1,068 75.5 70 
pe SS rere 1,125 83.5 74 
i. we! a Se reer 1,133 102.5 80 
SS a 1,153 86 80 
TOE, “TE. TOME. 6.0.0.0 i000 0200000000 00009 1,157 81 76 
TS arr 1,182 89.5 77 
i  vaikcoin'g faidihin 4 Wate w nin wee dee aia 1,215 92 81 
MIE, TEE, SEIN. sina c.0rs cere civ'wiobo.c'o-< seca bs 1,260 94.5 82 
EE TN ics ish ceiniign'ecn sonacweiereee 1,262 99 88 
a Ee ee ee 1,336 111 88 
SR, ks =. BEES na '0 ihi0 vitiawreene.weoceuee ee 1,364 107 88 


+Arrived at by adding 60 miles to mileages from Tulsa. 
tBranch-line point. 


BROOM AND MOP HANDLE RATES 


A revision of rates on broom and mop handles, dowels and 
curtain poles, not later than May 15, has been ordered in No. 
17824, Lumberton Broom and Mop Handle Factory, Inc., et al. 
vs. Akron, Canton & Youngstown et al., and No. 17879, White 
Wood Products Co. vs. Abilene & Southern et al. (mimeo- 
graphed), from Lumberton, Miss., and Bogalusa, La., to desig- 
nated points in about thirty states. The Commission, by divi- 
sion 3, has found rates on the commodities mentioned, from 
Lumberton, not unjustly discriminatory or unduly prejudicial. 
It has found rates from Lumberton on all the commodities 
mentioned and on handles from Bogalusa unreasonable to some 
and not unreasonable to other destinations. It further found 
the rates on broom and mop handles, painted, varnished, shel- 
lacked, or waxed, in straight carloads or mixed with other sorts 
of handles, from Bogalusa, unreasonable, prescribed new ones 
and awarded reparation. 

In the title complaint rates from Lumberton on the com- 
modities mentioned, not further finished than sawed, bent, planed 
or turned to shape, were attacked as having been unreasonable, 
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unjustly discriminatory, unduly prejudicial and in violation of 
section 6 to the extent they exceeded, exceed, or might exceed 
the contemporaneous rates on lumber. The allegation about 
section 6 was withdrawn at the hearing. 

The other complaint alleged that the rates from Bogalusa, 
Memphis, Tenn., and Mobile, Ala., “to practically all interstate 
destinations” were unreasonable. The findings other than those 
that the complainants were entitled to reparation follow: 


We find that the rates assailed in No. 17824 were not and are not 
justly discriminatory or unduly prejudicial. We further find that the 
rates assailed on broom and mop handles, dowels, and curtain poles, 
wooden, without metal attachments, not waxed or primed, not fur- 
ther finished than sawed, turned to shape, planed or sand belted 
(including broom handles with a hole bored in one end), in straight 
or mixed carloads, from Lumberton to the destinations hereinbefore 
named which did not and do not exceed by more than 15 per cent 
the rates contemporaneously in effect on lumber manufactured from 
the same kind of wood from and to the same points were not and 
are not unreasonable. We further find that the rates assailed on 
said articles from Lumberton to the destinations hereinbefore named 
which exceeded, exceed, or may exceed by more than 15 per cent 
the rates contemporaneously in effect on lumber manufactured from 
the same kind of wood from and to the same points were, are, and 
for the future will be unreasonable to the extent that they exceeded, 
exceed, al may exceed the rates on said lumber by more than 15 
per cent. 

We further find that the rates assailed on broom and mop han- 
dles, wooden, without metal attachments, not waxed or primed, not 
further finished than sawed, turned to shape, planed, or sand bolted 
(including broom handles with a hole bored in one end), in straight 
or mixed carloads, from Bogalusa to the destinations hereinbefore 
named which did not and do not exceed by more than 15 per cent 
the rates contemporaneously in effect on lumber manufactured from 
the same kind of wood from and to the same points were not and are 
not unreasonable. We further find that the rates assailed on said 
articles from Bogalusa to the destinations hereinbefore named which 
exceeded, exceed, or may exceed by more than 15 per cent the rates 
contemporaneously in effect on lumber manufactured from the same 
kind of wood from and to the same points were, are, and for the 
future will be unreasonable to the extent that they exceeded, exceed 
or may exceed the rates on said lumber by more than 15 per cent. 

We further find that the rates assailed on broom and mop han- 
dles painted, varnished, shellacked, or waxed, in straight carloads or 
in mixed carloads with broom and mop handles, as described in the 
preceding paragraph, from Bogalusa to the destinations hereinbefore 
named, were, are, and for the future will be unreasonable to the 
extent that they exceeded, exceed, or may exceed by more than 3 
cents per 100 pounds the rates found reasonable herein on broom 
and mop handles when not further finished than sawed, turned to 
shape, planed, or sand belted. 


STEEL DECISION MODIFIED 


The Commission, on further hearing in No. 16448, Parkers- 
burg Rig and Reel Company vs. Baltimore & Ohio et al., and a 
sub-number, Same vs. Louisville & Nashville et al., mimeo- 
graphed, has modified the decision made by division 3, 109 I. 
Cc. C. 569, as to rates on iron and steel articles, shipped from 
Pennsylvania and Ohio points, fabricated in transit at Parkers- 
burg, W. Va., and reshipped to Whitesville, Scottsville, Glas- 
gow Junction and Glasgow, Ky. It has found the rates unrea- 
sonable and unduly prejudicial and ordered a revision not later 
than May 12. 

A further finding is that the local rates from Parkersburg 
to Glasgow Junction and Glasgow are unreasonable and that the 
complainant is entitled to reparation on shipments to Scotts- 
ville and Whitesville. New rates are to be established to both 
Glasgow and Glasgow Junction. 

In the original report the Commission found that the tariff 
provisions restricting the application of joint rates and provid- 
ing local or combination rates on iron and steel shipped from 
points in Pennsylvania and Ohio, fabricated at Parkersburg and 
reshipped to Bowling Green, Ky., and New Orleans, La., for ex- 
port, were unreasonable and unduly prejudicial to the extent 
that the rates to those points exceeded the joint rates plus the 
prevailing transit charge; that the rates on like shipments to 
Glasgow, Glasgow Junction, Scottsville and Whitesville, Ky., 
were unreasonable to the extent they exceeded 52 cents plus the 
transit charge, subject to the general reduction of July 1, 1922, 
and for the future would be unreasonable and unduly preju- 
dicial to the extent they might exceed 47 cents, plus the transit 
charge. That rate of 47 cents was prescribed from Pittsburgh 
and Clairton, Pa., and Bridgeport, New Philadelphia and War- 
ren, O., to Scottsville, Whitesville, Glasgow and Glasgow 
Junction. 

Upon petition of the railroads the case was reopened but 
no objections were made to the findings as to Bowling Green 
and New Orleans. A review of the situation following the pre- 
scription of the 47-cent rate prescribed for application on ship- 
ments transited at Parkersburg showed that that rate was from 
1 to 10.5 cents less than the rate for the through movement 
between the same points and that it was less than the local 
from Parkersburg to Glasgow and Scottsville. 

The new finding is that the original report should be mod- 
ified “so as to find that the rates assailed on’ the shipments 
made to Scottsville from Pittsburgh and New Philadelphia and 
on the shipment to Whitesville were unreasonable to the ex- 
‘ tent that they exceeded 57.5, 56.5, and 54.5 cents, respectively, 
plus the prevailing transit charge.” 

A further finding is that the original findings as to rates 
for the future should be modified so as to find that the rates 
to Glasgow Junction from Pittsburgh, Clairton, Bridgeport, and 
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Steubenville, O., with transit at Parkersburg, are, and for the 
future will be unreasonable and unduly prejudicial to the extent 
that they exceed the present joint rates on direct shipments, 
plus the transit charge; that the similar rates to Glasgow from 
the same points of origin are, and for the future will be unrea- 
sonable and unduly prejudicial to the extent they exceed 54 
cents plus the transit charge; and that the local rates from 
Parkersburg to Glasgow and Glasgow Junction are, and for the 
future will be unreasonable to the extent that they exceed or 
may exceed 46 and 41 cents, respectively. 


TANK MATERIAL RATES 


The Commission, by division 2, in No. 16148, Sinclair Wy- 
oming Oil Co. vs. Chicago & North Western et al. (mimeo- 
graphed), has found unreasonable the rates charged on iron 
and steel tank material, in carloads, from the Pittsburgh, Pa., 
and Chicago, IIll., districts to Casper, Carey, Welch, and Clayton, 
Wyo. A like finding has been made as to the present rate on 
such traffic from the Chicago district, but not unreasonable 
from the Pittsburgh district. Reparation has been awarded and 
new rates have been ordered to be established not later than 
May 29. 

The findings were that the rates charged on the complain- 
ant’s shipments were unreasonable to the extent they exceeded 
90 cents on those which originated in the Chicago district and 
$1.24 on those which originated in the Pittsburgh district, and 
that the present rate from the Chicago district is and will be 
unreasonable to the extent it exceeds or may exceed 90 cents. 

Shipments covered by the Sinclair Wyoming complaint were 
made between July 28, 1922, and January 23, 1924. 

The report covers a sub-number of the title complaint, 
Mammoth Oil Co. vs. C. & N. W. et al.; No. 16696, Sinclair Crude 
Oil Purchasing Co. vs. Chicago & Alton et al., and two sub- 
numbers, Same vs. Burlington et al. Shipments involved in 
the added complaints were made in periods of various length 
within the longer period covered by the title complaint. Rates 
used in assessing the charges were either those applicable on 
structural iron and steel or those applicable on oil well supplies. 

While the shipments were being made the carriers main- 
tained a joint commodity rate of 90 cents on iron or steel pipe 
from the Chicago district, minimum 46,000 pounds, to the Wy: 
oming points. The rates from Pittsburgh were combinations. 

Complainants contended that the rates imposed were un- 
reasonable to the extent they exceeded those on iron or steel 
pipe contemporaneously in effect, namely, 90 cents, and $1.24 
from Chicago and Pittsburgh, respectively. 

The rate from Pittsburgh, after November 12, 1923, was 
$1.24 on both pipe and tank material. The Commission said 
that it had consistently found that rates on tank material should 
not exceed those on iron and steel pipe and that in a number 
of cases it had so found and awarded reparation. 

In this case the carriers contended that the movement of 
pipe was so much greater than that of tank material that lower 
rates on pipe were justified. They pointed to the fact that the 
large movement of tank material involved in these cases was 
unusual, made to fill particular contracts and did not continue 
beyond 1923, except in small volume in the following year. The 
complainants, however, contended that the development of the 
Wyoming field was in its infancy and that a regular movement 
in substantial volume of tank material would continue. The 
railroads contended that the rates on pipe were depressed by 
the competition through the Panama Canal. They further urged 
that the complainants were not damaged. 


PETROLEUM PRODUCT RATES 


The Commission, by division 2, in No. 14953, A. B. A. Inde- 
pendent Oil & Gasoline Co. et al. vs. Santa Fe et al,, mimeo- 
graphed, has found unreasonable the rates on gasoline, kerosene 
and distillate, in tank carloads, from Kansas City, Mo.-Kans., 
and from points in the Kansas and Oklahoma fields to destina- 
tions in Nebraska, prescribed new ones, effective not later than 
May 29, and awarded reparation. This report also covers No. 
17001, Manhattan Oil Co. vs. Santa Fe et al. 

The complaining corporations were dealers or consumers of 
the products mentioned at various points in Nebraska located 
westwardly of Lincoln. They alleged the rates to specified 
destinations in Nebraska were unreasonable. They asked for 
reasonable rates and reparation on shipments moving within 
the statutory period. A number of oil companies, the Western 
Petroleum Refiners’ Association, and the Grand Island (Neb.) 
Chamber of Commerce, intervened, 

In the course of its report the Commission reviewed parts 
of a number of cases throwing light upon the situation under 
consideration, notably Midcontinent Oil Rates, 36 I. C. C. 109; 
Eldorado Refining Co. vs. Santa Fe, 118 I. C. C. 51, and White 
Eagle Oil & Refining Co. vs. Burlington, 129 I. C. C. 467. 

The Commission found that the assailed rates to Kearney, 
Shelton, Elm Creek, Minden, Axtell, Gibbon, Elba, North Loup, 
Overton, Gothenburg, Wood River, Holdrege and Ravenna were 
unreasonable to the extent they exceeded 44 cents from Kansas 
City, 49 cents from points in Kansas, and 52,5 cents from points 
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in Oklahoma between July 1, 1922, and July 1, 1923, and to the 
extent that they exceeded 49 cents from Kansas City, 54.5 cents 
from points in Kansas, and 58.5 cents from points in Oklahoma 
prior to July 1, 1922, and that the assailed rates to other destina- 
tions were not unreasonable. It awarded reparation on that find- 
ing. As to rates for the future the Commission said it found 
that they had been and for the future would be unreasonable 
to the extent they exceeded or might exceed rates under the 
following scale applied as indicated in the text below the scale. 


Distance Rates Distance Rate 
Miles Cents Miles Cents 

120 GI OVER TOD. ioe csicecicesies 21 $40 anid OVOE BI0......0.000s00c0e0 36 
130 GRE OVET TID. 62cccecccecece 22 oe ge | ner 37 
oe. a ee 23 SOO GH GUGE Bs 0:6 0:50 05000s0%5 38 
TAO SE OEE TEU ic cen ccswcncsios 23 S50 GME OVE BGG. oc cccccesecess 39 
160 GPE VET BEG. cece cciewedc 24 SOY GRE OVET BIG ..o.5.0 cc icicscces 40 
oe ee a ener 25 owe A See 41 
ie a a. ee 26 460 and over 440....cccccscscces 42 
ee 26 S50 GME GCVET 800 6 occ ccsccccwsiws 43 
TOG SU OVO TOG ic ociccvicccsccve 27 DO Qe OVO BG 6.5.6.0 0:s:00:0:0%0-008 44 
Ce ge) errr 27 GEO SHG OVE GIG... 600. ceccvccce 45 
Ce a es 28 SEO OME GVEP G20. ..0.ccciccvevicess 45 
S00 GEE GCVOT BIG 6 6 5:0:5.0.6:00s. 000-00 29 oe ee a 46 
Ee reese 29 a) ee 47 
ee rere 30 ee a 48 
560 QE OVET B80 o66:0 cccccesenes 31 GEO GRE OVOT G00... .0.0.0:0:0s:00:09:0'0% 49 
Ce ee ere 32 C40 ONG OVEE GIO socks cccccesces 50 
SOO GME SVG Bee vccccesvcecciee 33 OG UN BVGE G0 eo o.6:s-0.0:0:00:00-00% 51 
S20 BUG OVET BOG. 6 <osiccvcscesec 35 GOO GU QUOT GEE soc 08 s:6i08's0 0 52 


In determining the rates under this scale the distance over the 
shortest routes over which carload traffic can be moved without trans- 
fer of lading shall be used. The existing grouping of points of origin 
should be continued and the average distances from the points 
grouped, computed as hereinbefore designated, shall be used in de- 
termining the rates. Established differentials between the groups 
should be maintained except where the application of the scale rates 
in the manner designated results in a lower difference. 


Commissioner Taylor, dissenting, in part, said he dissented 
from so much of this report as found the rates unreasonable in 
the past and awarded reparation. 


GREEN SALTED HIDE RATES 


The Commission, on further consideration, in No. 17226, 
Northwestern Leather Company Trust et al. vs. Mobile & Ohio 
et al., mimeographed, has reversed the finding made by divi- 
sion 3 in 118 I. C. C. 37, with respect to the non-application of 
Rule 77 in connection with defendants herein, which partici- 
pated in the rate subject to such rule only as intermediate or 
delivering lines. It awarded reparation to the basis of the rate, 
making reference to Rule 77. The former reports are in 118 
I. C. C. 37 and 122 I. C. C. 517. 

The rates involved were those on green salted hides from 
Meridian, Miss., to Portville, N. Y., over the Mobile & Ohio to 
East St. Louis, Ill., and the Pennsylvania beyond. On one car- 
load which moved in February, 1922, the sixth class rate of 97 
cents was charged and on five carloads which moved in July 
and September, 1924, the sixth class rate of 87.5 cents was 
charged. In October, 1926, division 3 found the rate charged on 
the first shipment was unreasonable to the extent it exceeded 
75.5 cents and that the rate charged on the remaining ship- 
ments was, and for the future would be unreasonable to the ex- 
tent that it exceeded or might exceed 68 cents. In a later report 
division 3 revised its conclusion to find that the rate charged 
prior to July 1, 1922, was unreasonable to the extent that it 
exceeded 79 cents, and that subsequent to that date and for 
the future the rate was and would be unreasonable to the ex- 
tent that it exceeded 71 cents. The Commission in this report 
said that in substance the holding was that because the Mobile 
& Ohio served Meridian as an originating line and participated 
in the tariff publishing the New Orleans rate as an “interme- 
diate and/or delivering” line only, it was not, under its concur- 
rence, bound by the requirements of Rule 77 to publish a rate 
from Meridian no higher than that in effect from New Orleans. 
Such a construction of the tariff and of the principles underly- 
ing Rule 77, the Commission said, was clearly reached under a 
misapprehension. It said that obviously if certain carriers par- 
ticipating in a rate published under the rule, might charge 
higher rates from intermediate points on their lines, merely 
because they had not concurred as initial carriers in the tariff, 
in which the lower rate was published, then there had been no 
compliance with the fourth section, although Rule 77 afforded 
no relief from that section but only relief from burdensome re- 
quirements which the Commission’s tariff regulations would 
otherwise impose. 

“Plainly Rule 77 was not intended and could not legally be 
authorized as such a means of sanctioning violations of the 
law,” says this report. “In our opinion the publication of Rule 
77 obligates all carriers participating in the transportation, 
whether as originating, intermediate, or delivering lines, under 
a rate which makes reference to that rule, to establish from 
any intermediate point a rate which will not exceed that from 
the more distant station.” 

Applying that construction, the Commission found that the 
defendants obligated themselves by participation in the rate 
from New Orleans to Portville, published in connection with 
Rule 77, to establish a rate no higher from Meridian or any 
other intermediate point on their lines, and that their failure 
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to make such publication was unjust and unreasonable and re- 
sulted in damage to the complainant in the amount of the dif- 
ference between the charges collected and those which would 
have accrued at a rate of 60 cents prior to July 1, 1922, and 54 
cents subsequent to that date. The result of that decision was 
the addition of $419.55 to the award made in the report in 122 
I. C. CC. Bat. 

Commissioner Brainerd dissented because the report gave 
no legal significance to the words of limitation “only as an in- 
termediate and/or delivering lines.” He said that with that 
opinion he did not agree. 


BURLAP BARREL COVERS AND BAGS 


In No. 18810, Peninsula Produce Exchange vs. Pennsylvania 
(mimeographed), the Commission, by division 1, has found un- 
reasonable rates on burlap barrel covers and burlap bags, car- 
loads and less-than-carloads, from New York and Brooklyn, 
N. Y., Jersey City, N. J., and Philadelphia, Pa., to certain points 
in Delaware, Maryland and Virginia, has prescribed rates for 
the future and has awarded reparation. The rates for the 
future are to be established on or before May 20. The finding 
as to the rates follows: 


We find that the rates assailed on covers and bags were, are, 
and for the future will be, unreasonable to the extent that they 
Teepeees, exceed or may exceed the rates set forth in the following 
able: 

Less Than 

Cc. t. Ge oe 
Points of Origin Destinations Cents Cents 
New York, 
Brooklyn, and 
Jersey City .. Salisbury to Beaver Dam, Md., and 

Kings Creek to Crisfield and all i 
COFMASGINCOS POW cc ccccccccccccsees 35 28 


New York, 
Brooklyn, and 
Jersey City .. New Church to Cape Charles, Va., 
and all intermediate points......... 38 30 

New York, 
Brooklyn, and 
Jersey City .. 


Philadelphia ... 


Harrington, Del., to Franklin City, 

Va., and all intermediate points.... 35 28 
Salisbury to Beaver Dam and Kings 

Creek to Crisfield and all inter- 


Ce ene asa 31 25 
Philadelphia ... New Church to Cape Charles and all 

TMEOTMROEIACO POUMILS: 660.008.0002 c0cceee 35 28 
Philadelphia ... Harrington to Franklin City and all 

INCOTMICGIATS POUL coc ccciecicccccese 35 28 


POST AND PILING RATES 


In a report written by Commissioner Taylor in No. 17436, 
Long Bell Lumber Co. vs. Abilene & Southern et al. (mimeo- 
graphed), the Commission, by division 1, has found unreasonable 
and unduly prejudicial, the rates on posts, poles, and piling, 
creosoted and uncreosoted, not the product of sawmills, from 
points in western Louisiana to destinations in Texas to the 
extent they exceed or may exceed rates resulting from the 
application of column 16 of appendix 13 of Southwestern Con- 
solidated Cases, 123 I. C. C. 203, to the column 100 rates and 
differentials prescribed from or to the same points in that case, 
applied as prescribed therein. The finding is subject to the 
proviso that in no case shall the rates be higher than the lumber 
rates applying between the same points. 

The Commission further found that the assailed rates, ex- 
cepting those on untreated wooden fence posts, were and for 
the future would be unduly prejudicial to interstate shippers, 
unduly preferential of intrastate shippers in Texas, and unjustly 
discriminatory against interstate commerce. It said that that 
undue prejudice, preference, and unjust discrimination should be 
removed. The Commission said that it would leave to the Texas 
commission to take such action as might be necessary to re- 
move the prejudice and discrimination found to exist by reason 
of the present intrastate rates in Texas. It said that if that 
was not done within a reasonable time, the matter might again 
be brought to its attention. 


FISH OIL TO BOSTON 


The Commission, by division 1, has dismissed No. 19067, 
Frank L. Young Co. vs. Baltimore & Ohio et al. (mimeographed), 
on a finding that the rates charged on many shipments of crude 
menhaden fish oil, carloads, from points in Delaware, Maryland 
and Virginia, to Boston, Mass., between November 28, 1923, and 
December 1, 1925, delivered after December 4, 1923, were ap- 
plicable. Fifth class rates were collected, that being the classi- 
fication rating on fish oils, not edible, or medicinal cod liver oil. 

Complainant contended that crude menhaden fish oil was a 
soap stock. The Commission said menhaden oil was, used for 
soap making purposes; as an adulterant for linseed oil; in the 
manufactture of linoleum, and for other purposes. Very few 
of complainant’s shipments were actually used in the manufac- 
ture of soap, the report said. 

This report, written by Commissioner McManamy, was simi- 
lar to the one written by him in No. 18584, Swan-Finch Oil Cor- 
poration vs. B. & O. et al., decided contemporaneously with this 
case. The report in this case said that in the opinion of the 
Commission crude menhaden oil could not be classified as soap 








stock. Therefore it found that the rates charged were ap- 
plicable. 


CREAM REPARATION STATED 


In a report written by Commissioner Porter, in No. 13432, 
Beatrice Creamery Co. vs. Louisville & Nashville (mimeo- 
graphed), on further hearing, the Commission, by division 3, 
has found that the complainant is entitled to reparation amount- 
ing to $676.58 from the Louisville & Nashville, with interest 
thereon from November 1, 1920, on account of unreasonable rates 
on cream, in cans, in baggage cars, from points in Kentucky 
and Tennessee to St. Louis, Mo., rates having been so found 
in the original report, 85 I. C. C. 377. The Louisville & Nash- 
ville refused to certify to rule V statement because it had 
destroyed its records pertaining to the shipments in question, 
under the Commission’s rules for the destruction of records. 
The carrier did not dispute the accuracy of the statement. The 
Commission said the fact that the records had been destroyed 
was not sufficient upon which to base a denial in the face of 
the showing made by the complainant, citing Wertheim Coal & 
Coke Co. vs. L. V., 112 I. C. C. 513, in support of that declaration. 


FISH OIL NOT SOAP STOCK 


The Commission, by division 1, in a report written by Com- 
missioner McManamy, has dismissed No. 18584, Swan-Finch Oil 
Corporation et al. vs. Baltimore & Ohio et al. (mimeographed), 
finding fifth class rates charged on fish oil, in carloads, from 
points in Delaware, Virginia, Maryland, New York, and Con- 
necticut, to Bayway, N. J., applicable. The complaint alleged 
fifth class rates were unreasonable and illegal in violation of 
the first and sixth sections of the interstate commerce act. 
Complainants contended that fish oil was a soap stock and that 
under classification exceptions sixth class rates were applicable. 
The report said that the Condensed Chemical Dictionary did 
not describe fish oil as a soap stock and that the trade did not 
so recognize it, although it was used, to some extent, in soap 
making, as well as in the paint and varnish and other industries. 
The fish oil involved in the case was menhaden fish oil. The 
Commission said it was of the opinion that menhaden fish oil 
was not soap stock within the meaning of that term as used 
in the classification exceptions. 


GREEN COFFEE RATES 


A finding of undue prejudice but not of unreasonableness, 
an order to remove it not later than June 5, and a denial of 
reparation have been made in No. 16258, Grand Island Chamber 
of Commerce, Grand Island, Neb., for and in behalf of the 
Donald Co. vs. Burlington et al., mimeographed, as to the rates 
on green coffee, in carloads, from New Orleans, La., to Grand 
Island. The Commission, by division 3, said the rate had been, 
was, and would be unduly prejudicial to the extent it might 
exceed the contemporaneous rate to Lincoln, Neb., by more than 
14.5 cents. It further said there was no basis for reparation. It 
also said that if applications for fourth section relief were filed 
with it by the carriers which operated from New Orleans over 
routes through Omaha to Lincoln, they would receive considera- 
tion. The all-rail and the barge-and-rail rates, the latter 10 cents 
under the all-rail rates, were assailed as unduly prejudicial to 
the complainant in comparison with rates to the Missouri River 
cities and points taking the same coffee rates, Lincoln being 
one of the latter. The present rate, the report said, was 19.5 
cents higher than the Missouri River group rate but 8.5 cents 
under the lowest combination. 


FIBREBOARD RATES 


The Commission, by division 2, has dismissed No. 17541, 
Celotex Co. vs. Ahnapee & Western et al., mimeographed, finding 
neither unreasonable nor unduly prejudicial the rates on fibre- 
board and pulpwood, carloads, from New Orleans, La., to St. 
Louis, Mo., Chicago, Ill., and St. Paul, Minn. The complaint 
alleged the rates were unduly preferential of the manufacturers 
of insulating and construction materials, fibre and wall board at 
points in Louisiana, Kansas, Wisconsin, Minnesota and New 
York. The report pointed out incongruities which it said it 
assumed would be adjusted by agreement between the com- 
plainant and the western lines responsible for them. 


GREEN SALTED HIDE RATES 


Reserving the right to come to a different conclusion under 
the Western Trunk Line class rate part of No. 17000, the Com- 
mission, by division 3, in No. 18675, Bismarck Association of 
Commerce of Bismarck, N. D., et al. vs. C. & N. W. et al. (mimeo- 
graphed), has found unreasonable the rates on green, salted 
hides and tallow, in carloads, from Bismarck and other North 
Dakota points, to Milwaukee, Wis., Chicago, Ill., and points 
taking the same rates, prescribed new ones to be effective not 
later than May 15, and awarded reparation. 

Bismarck, Mandan, Minot, Jamestown, and Valley City, N. D., 
rates to the grouped destinations mentioned were attacked as 
unreasonable and unduly preferential of Fargo and Grand Forks, 
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N. D. The allegation of undue preference, however, the report 
said, was withdrawn at the hearing. 

The Commission found that the rates from Bismarck and 
Minot had been, were and would be unreasonable to the extent 
they had exceeded, exceeded, or might exceed 70.5 cents and 
72.5 cents; and that rates from Jamestown, Valley City, and 
Mandan were,.and would be unreasonable to the extent they 
exceeded, or might exceed, 63.5, 59.5 and 70.5 cents, respectively, 
subject to the reservation set forth. 


BASKETS AND BOX MATERIAL 


In a mimeographed report by division 1 in No. 18911, Edger- 
ton Manufacturing Co. vs. Aberdeen & Rockfish et al., embrac- 
ing also No. 17758, Package Sales Corporation vs. Central of 
Georgia et al., the Commission has dismissed the complaints 
on a finding that rates and rules applied by defendants to com- 
plainants’ shipments of straight or mixed carloads of fruit and 
vegetable shipping baskets and wooden box material were not 
and are not unreasonable or otherwise unlawful. The allega- 
tions were that the rates from Plymouth and Paoli, Ind., to 
destinations in Alabama, Georgia, Mississippi, the Carolinas 
and Tennessee were unreasonable and in excess of those legally 
applicable and that the rates were unduly preferential of com- 
petitors at points in Southern and Western Classification terri- 
tories and unduly prejudicial. The report said there were under- 
charges and overcharges that should be adjusted. 


AUTOMATIC TRAIN CONTROL 


The Commission, by division 6, in No. 13413 (Sub-No. 7-2), 
Automatic Train Control Devices, mimeographed, after inspec- 
tion and test, has approved the installation of automatic train 
control devices by the Union Switch & Signal Co. on the 
Roanoke subdivision of the Shenandoah division of the Norfolk 
& Western, with exceptions. It has prescribed requirements in 
respect of apparatus and operations with which the carrier is 
expected promptly to comply, The total cost of installation 
was estimated at $1,263,642.50. 


LIVE STOCK REPARATION 


In a report written by Commissioner Meyer, the Commission, 
by division 4, in No. 15052, American National ‘Live Stock Asso- 
ciation et al. vs. Oregon-Washington Railroad & Navigation Co. 
et al., mimeographed, has modified the findings in the original 
report, 109 I. C. C. 621. It has denied reparation on shipments 
of live stock from points in Oregon, Washington and Idaho to Chi- 
cago, Ill., St. Paul, Minn., Omaha, Neb., and other middle west- 
ern and Missouri River markets. The report also covers and 
is the initial hearing in a sub-number of the title complaint, 
American Live Stock Commission Co. et al. vs. Same, and a 
second sub-number, Farmers Union Livestock Commission Co. 
et al. vs. Santa Fe et al. 

In the original report, decided April 3, 1926, the Commission 
found the rates assailed were and would be unreasonable to the 
extent that they exceeded or might exceed rates made on a dis- 
tance scale therein set forth. The record was held open ninety 
days to enable the complainants to file an application for further 
hearing in respect of reparation. Commissioner Meyer said that 
in Oregon Cattle & Horse Raisers’ Association vs. Northern’ 
Pacific, 104 I, C. C. 51, the Commission passed upon the west- 
bound rates on live stock from this same general territory. 
Many of the complainants and defendants in this case, he said, 
were parties in that proceeding. Reparation, he said, was denied 
in that case because the decision resulted in both increases and 
decreases. That case, he said, was similar to this in that there 
the increases were, in the main, confined to Oregon points and 
the reductions to Idaho points while here the increases were, 
in the main, from Montana points and the reductions from 
Oregon, Washington and Idaho points. The Commission said 
that in all the circumstances it was its view that reparation 
should be denied and that the finding in the original report 
should be modified so as to find the rates assailed not unrea- 
sonable in the past. The sub-numbered complaints, asking for 
reparation, were dismissed. 


ARKANSAS COAL RATES 


The Commission, on further consideration, in No. 17385, 
Albert Silk Coal Co. et al. vs. Santa Fe et al. (mimeographed), 
has modified the origin report, 120 I. C. C. 69, which was that 
rates on bituminous coal from mines in Arkansas and Oklahoma 
to Topeka and Lawrence, Kan., were unreasonable. Upon fur- 
ther consideration the Commission said that it was of the opin- 
ion and found that the rates were not unreasonable in the past 
and the finding of division 4 to that effect has been modified. 

Chairman Campbell, dissenting, said that the rates pre 
scribed in Southwestern Coal Operators’ Association vs. A. W., 
89 I. C. C. 73, as reasonable for the future, became effective 
July 10, 1924. He said the rates found reasonable in the instant 
case were made upon that basis. For that reason, he said, he 
could not concur in the finding of the majority that the rates 
were not unreasonable in the past. It was his view that com- 
plainants were entitled to reparation at least subsequent to July 
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10, 1924. Commissioner McManamy concurred in that expres- 
sion of dissent. Commissioners Esch and Brainerd dissented, 
but did not say why. Commissioner Porter did not participate 
in the disposition of this case. 


ALL-RAIL RATES ON SUGAR 


The Commission, by division 1, in No. 17427, American Su- 
gar Refining Company vs. A. C. L. et al., mimeographed, has 
found all-rail rates on sugar from Baltimore, Md., to Lynchburg 
and Roanoke, Va., unreasonable and unduly prejudicial to the 
extent they exceed or may exceed rates of 30 cents to Lynch- 
burg and 31 cents to Roanoke. Reparation was not awarded 
because the Commission said there was no evidence that ship- 
ments had been made. A further finding was that the all-rail 
rates from Baltimore to Lynchburg and Roanoke higher than 
to more distant points were in violation of the fourth section. 
Removal of that violation was directed. The carriers have been 
ordered to establish the new rates indicated not later than 
May 20. The findings in this case, the report says, are without 
prejudice to any different conclusion that may be reached in 
No. 15879, Eastern Class Rate Investigation. 


RUBBING ALCOHOL RATES 


The Commission, by division 1, has dismissed No. 18813, 
W. S. Merrell Company vs. Burlington et al., mimeographed, 
finding that the complainant’s product, described as a rubbing 
alcohol compound, was subject to the rates provided for medi- 
cines, and not to those provided for denatured alcohol. Third 
class applicable on medicines was applied and the Commission 
found that they were applicable. The report also covers No. 
18814, Same vs. B. & O. et al. 


CANNED VEGETABLE RATES 


In a report written by Commissioner Aitchison, the Com- 
mission, by division 2, in No. 15928, Lobman, Moog & Co. et al. 
vs. C. M. & St. P. et al. (mimeographed), has found unreason- 
able and unduly prejudicial the rates on canned vegetables, 
carloads, from Milwaukee and other Wisconsin points to Mont- 
gomery, Ala., prescribed new ones effective not later than May 
29, and denied fourth section relief. The complaint alleged that 
the rates from Milwaukee, Green Bay and other Wisconsin 
points, to Montgomery, Ala., were unjust, unreasonable and 
unduly prejudicial, as compared with rates to Meridian, Miss., 
and Mobile, Ala., and in violation of the long-and-short-haul part 
of the fourth section of the interstate commerce act, in that the 
rates to Montgomery exceeded those to Mobile. 

The Commission said it did not find the assailed rates were 
unreasonable in the past and that no damage had been shown 
to have resulted from any undue prejudice which might have 
existed in the past. It said that the rates to Montgomery were 
and for the future would be unreasonable to the extent they 
exceeded or might exceed 71 cents from Milwaukee, 84 cents 
from Chetek, Wis., and 79 cents from the other Wisconsin points. 

A further finding was that the rates were and for the future 
would be unduly prejudicial to Montgomery and unduly pref- 
erential of Meridian to the extent that they exceeded or might 
exceed the contemporaneous rates to Meridian by more than 2 
cents and unduly preferential of Mobile to the extent that the 
rates to Mobile were, or might be, less than 5 cents over the 
contemporaneous rates to Montgomery. 

- —™ section relief was denied in Order No. 9763, effective 
uly 15. 


CAST PIPE RATES 


The Commission, by division 1, in No. 17320, Somerville 
Iron Works et al. vs. Central of New Jersey et al., mimeographed, 
has found unreasonable the rates charged on cast iron soil pipe 
and fittings, carloads, from Somerville, N. J., and points in Penn- 
Sylvania to destinations in New England. It has found other 
rates on these commodities from those points and from Bridge- 
ton, N, J., and Boyertown, Pa., to destinations in New England 
not unreasonable or otherwise unlawful. It has awarded repara- 
tion in connection with its finding of unreasonableness. The 
finding of unreasonableness was that the class rates applicable 
from Norristown, Linfield, Lansdale, Quakertown, Pa., and 
Somerville, N. J., to destinations in the Bath, Me., group to 
which a commodity rate of $7.10 per net ton from Scottdale, Pa., 
contemporaneously applied, were unreasonable to the extent that 


they exceeded $7.10 per net ton, to which basis reparation was 
awarded. 


VARYING GRAIN PROPORTIONALS 


The Commission, in No. 17159, Southern Kansas Grain & 
Grain Products Association vs. Rock Island et al., and the cases 
Joined with it, opinion No. 13092, 139 I. C. C. 641-73, has found 
transit rules or proportional-rate adjustments in effect at Kan- 
sas City, Mo.-Kan., Atchison, and Leavenworth, Kan., and St. 
Louis, Mo., and points grouped therewith, on wheat originating 
in southern Kansas and Colorado, and it or its products, as the 
case may be, reshipped to interior destinations in Texas, Lou- 
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isiana and Arkansas, and to Gulf ports for export, unlawful in 
some respects. It has placed limits upon the territories of 
origin, giving the carriers 90 days in which to amend their tariffs 
so as to conform with its views. 


Broadly speaking, however, the decision is favorable to a 
continuance of the situation which was brought about by the 
determination of the Missouri Pacific in 1924 to make an ad- 
justment that would permit it to draw grain from the territory 
of origin mentioned, for export through the Gulf ports when 
there was an export demand, in competition with the lines the 
routes of which led to exportation through Montreal, Can. While 
that was the genesis of the case treated under the title shown, 
it spread to a contest between the lines serving the territory of 
origin and also the Gulf ports and the lines not serving the 
points of origin which, however, were in a position to take the 
grain from elevators at Kansas City and other terminal markets. 

The decision also covers I. and S. No. 2420, transit at 
Kansas City, Mo.-Kan., on grain and grain products, and five 
sub-numbers of the formal docket case, as follows: Same vs. 
Missouri Pacific; Same vs. Rock Island et al.; Same vs. Kan- 
sas City Southern; Same vs. Santa Fe, and Same vs. Missouri- 
Kansas-Texas. 

At the start of the controversy, in the course of which the 
grain originating roads that carried the grain to the elevators 
at the terminal markets undertook to checkmate the Kansas 
City Southern and others serving the markets, particularly Kan- 
sas City, by publishing inbound rates to the markets higher than 
the locals, to be applied as proportionals on grain that did not 
go from the storage points over the rails of the originating car- 
riers, rates on all grain and products were involved. However, 
when the controversy culminated in the formal cases, the issue 
was limited so that it covered only wheat and its products. 
The Commission condemned the scheme of the grain originating 
roads to confine the outbound movement from the elevators to 
their rails by publishing inbound proportionals higher than their 
locals in Grain and Grand Products, 129 I. C. C. 261, decided 
July 6, 1927. 

The Missouri Pacific started the controversy in 1924 when, 
in order to hold grain to its rails for the Gulf ports in com- 
petition with grain moving toward Montreal, it shrunk its rates 
about 5.5 cents. The controversy spread to other grain origi- 
nating lines and then to the lines able to haul only from the 
storage elevator points. The Missouri Pacific did that because, 
if grain was allowed to go toward Chicago and Montreal, all it 
could hope to get was a small division out of a rate of 17.5 
cents for a haul to St. Louis or Omaha from Kansas City en 
route to Chicago. The shrinkage was accomplished by waiving 
the collection of out-of-line-haul charges in some instances and 
by other methods in others, according as the varying interests 
dictated. The Commission, in handling the case, had to con- 
sider dozens of different angles and dozens of different methods 
the carriers had to resort to in their efforts to retain traffic 
they thought they were entitled to keep upon their rails. The 
Commission said the desire of a carrier to increase its business 
or to recover lost business was both natural and commendable. 
But, the report said, the practice of a carrier was subject to 
scrutiny when the results were attacked as being in violation 
of any of the provisions of the interstate commerce act. In 
disposing of the case, the Commission said: 


We find that the transit rules in effect at Kansas City, Atchison, 
or Leavenworth, as the case may be, in respect of traffic to interior 
destinations in Arkansas, Louisiana, or Texas, as at present restricted, 
are not unlawful in and of themselves and do not result in the 
application of through rates which are unlawful, as alleged. 

We further find that the varying proportional rates maintained by 
the Chicago & Alton, Kansas City Southern, Frisco, and the Katy 
as shown herein, are not unlawful, except that those defendants and 
any of them must limit the application of the varying-proportional 
rates on traffic to Gulf ports to the origin territory herein found 
= for the accordance of transit services by the grain-originating 
ines. 

We further find that the transit rules of the Santa Fe, Missouri 
Pacific, Rock Island, and the Frisco, applicable at Kansas City, Atchi- 
son, Leavenworth, St. Louis, and points grouped therewith, as the 
case may be, in respect of traffic to Gulf ports, for export, are lawful 
as applied to grain or grain products originating at stations on or 
north of the main line of the Santa Fe through Florence, Newton, 
Hutchinson, Kinsley, Dodge City, and Garden City, Kans., and mov- 
ing over routes operated wholly over said line of the Santa Fe or 
within the territory* lying north of said line; but that in respect of 
grain originating at stations south of that line on the lines of these 
defendants, or on and north of said line except as provided above, 
and reshipped or reforwarded to Gulf ports for export the transit 
rules result in the application of through rates which are and for the 
future will be unduly prejudicial to the complaining cities and 
shippers therein located, and unduly preferential of nsas City, 
Atchison, Leavenworth, St. Louis, and points grouped therewith and 
shippers therein located, and also result in wasteful transportation. 
This undue prejudice and preference can and should be removed by 
amendment to the present rules so as to restrict the origin territory 
as herein provided. 

It should be understood that the conclusions reached herein deal 
with the facts of record in this case, and should not be deemed a 
precedent for condemning out-of-line transportation in other sec- 





*This finding includes traffic originating on the Missouri Pacific 
within the territory described which moves over its main line through 
Herington, Council Groves, Osage City, Ottawa, and Paola, to Kan- 
sas City. It does not include traffic originating on its branch lines 
north of the line of the Santa Fe unless such traffic is routed to Kan- 
sas City over its main line as described or over other lines in the 
territory indicated. 
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tions of the country where the circumstances and conditions may be 
entirely different. Our conclusions here are also without prejudice to 
any which may be reached as a result of the general investigation of 
grain rates now in progress. 

No order will be entered at this time, but the defendants will be 
expected to amend their tariffs in accordance with the findings 
herein within 90 days after the service of this report, failing in 
which the matter may be brought to our attention for the entry of 
an appropriate order. * 


REDUCED WALNUT RATE 


The Commission, by division 3, in I. and S. No. 2998, import 
walnuts from north Pacific Coast points to eastern points, trans- 
continental, mimeographed, has found justified the proposed re- 
duced import rate on walnuts in the shell, in carloads, from 
north Pacific ports to Rate Bases 4 and 6 territories, vacated the 
order of suspension and discontinued the proceeding. 

By schedules filed to become effective November 1 and De- 
cember 5, 1927, the transcontinental lines proposed a reduced 
import rate on walnuts, in the shell, from the north coast ports 
to Rate Basis 4 territory, lying generally between the Rocky 
Mountains and the Illinois-Indiana state line, but including points 
on and west of the Mississippi river from St. Louis, Mo., to New 
Orleans, La., also New York, N. Y., Philadelphia, Pa., and Balti- 
more, Md., piers, by water through Texas gulf ports; and to 
Rate Basis 6 territory, which includes a limited area in Indiana. 

On protest of the governor of California and others the 
schedules were suspended until June 1 next. 

The walnuts affected come from Manchuria. The present 
rail rate from coast points to each of the destination teritories, 
applicable on domestic shipments as well as on imports, is $1.75, 
minimum 30,000 pounds. The proposed rate, applicable on im- 
ported walnuts, is $1.25, minimum 40,000 pounds, from the north 
Pacific but not from the south Pacific ports, the import and 
domestic rate from the south \Pacific ports to remain unchanged. 
The proposal, the Commission’s report said, was prompted by 
the belief of the transcontinental carriers that it would be to their 
interest to narrow the spread between the Atlantic and Pacific 
ports. 

Protests were made by and on behalf of Pacific Coast pro- 
ducers and importers handling Manchuria walnuts through San 
Francisco. The California producers asserted that the present 
domestic rate of $1.75 was the highest of any rate on non-perish- 
able products of California soil and contended that no reduction 
should be made in the import rate from the north Pacific ports 
without a like reduction in the rate on domestic walnuts from 
all Pacific Coast territory. The San Francisco importers urged 
that the reduction of the import rate from the north coast ports, 
without a similar reduction from the southern ports, would be 
unduly prejudicial to them and unduly preferential of the north- 
ern importers. 

The lines serving the northern ports proposed the reduction 
on the ground, among others, that they feared that unless some- 
thing of that sort was done Manchurian walnuts, in the future, 
would move through the Atlantic ports. The Commission said 
there might or might not be grounds for their fear. It said it 
seemed clear from the evidence that the time for the ripening 
of the Manchurian walnuts and the necessity for prompt delivery 
at the points of consumption in this country had been one of the 
important factors in their movement through the Pacific ports. 
Another ground for the proposal made by the northern lines 
was the establishment of an import rate of $1 by Canadian lines 
from British Columbia ports. The Commission said that their 
fear of loss of some of the tonnage to the Canadian lines by 
reason of the import rate of $1 seemed well founded. It said 
that the proposed rate appeared reasonably compensatory when 
the minimum car mile and per car earnings which would be 
produced were compared with those under the present rate. 


POULTRY SHIPPING CRATE RATE 


The Commission, by division 3, in No. 19183, Jonesboro 
Freight Bureau et al. vs. Missouri-Kansas-Texas et al. (mimeo- 
graphed), has found applicable the rate charged on one less- 
than-carload shipment of poultry shipping crates, knocked down, 
from Jonesboro, Ark., to Pryor, Okla., in 1926. It has further 
found not unreasonable ratings of third class in Southern Clas- 
sification on new poultry shipping crates, wood and metal com- 
bined, knocked down, in less than carloads. It has found ratings 
of second class in Official and Western classifications on that 
commodity unreasonable to the extent it exceeds or may exceed 
third class. The new rating is to be established not later than 
May 21. 


FERRO MANGANESE RATE 


The Commission, by division 4, in No. 18734, Brennan & 
Corrigan, Inc., vs. Erie et al. (mimeographed), has found ap- 
plicable, but unreasonable, the rate charged on a mixed carload 
of silico and ferro manganese, from Niagara Falls, N. Y., to 
Laredo, Tex., for export. A domestic fifth class rate of $1.545 
was applied. The Commission found the rate was, and for the 
future would be, unreasonable to the extent it exceeded or might 
exceed the aggregate of intermediates of $1.44, contemporaneously 
in effect over the route of movement. The Commission directed 
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the establishment of the $1.44 rate not later than May 21, and 
awarded reparation to that basis. e 


BURLAP BAG RATE CASE 


The Commission, by division 4, in No. 19446, International 
Vegetable Oil Co. vs. Eastern Steamship Lines, Inc., et al. 
(mimeographed), has found unreasonable the water and rail 
rate on burlap bags, carloads, from Brooklyn, N. Y., to Raleigh, 
N. C., prescribed a new one, and awarded reparation. It found 
the present rate unreasonable to the extent it exceeded or might 
exceed 44 cents. The new rate is to be established not later 
than May 21. 


LIQUID ASPHALTUM RATES 

The Commission, by division 4, has dismissed No. 19077, 
Philip Carey Manufacturing Co. vs. Baltimore & Ohio et al. 
(mimeographed), finding applicable the rates charged on liquid 
asphaltum, in tank carloads, from Wood River and Lawrence- 
ville, Ill., to Lockland, O. The report also covers a sub-number, 
Same vs. Same. The question was as to the applicability of 
the intermediate rule. The complaint alleged the rates charged 
between August 20 and November 23, 1923, were inapplicable. 


IRON SCRAPS RATE 

The Commission, by division 3, has dismissed No. 18043, 
Pittsburgh Crushed Steel Co. vs. Boston & Maine et al. (mimeo- 
graphed), after having directed refund of overcharges on ship- 
ments of iron scraps, carloads, from Amesbury, Mass., to Pitts- 
burgh, Pa., on shipments since November 24, 1922. Fifth class 
was charged on shipments of refuse chilled shot. The com- 
plaint alleged that the rate was inapplicable and unreasonable. 
The Commission said that the rate charged was inapplicable 
and that the applicable rates were the commodity rates con- 
temporaneously applicable on scrap iron. 


RADIO LOUD SPEAKER RATING 


The Commission, by division 4, in No. 19045, Badger Radio 
Co. vs. C. & N. W. et al. (mimeographed), has found that the 
rating and rate on electrical appliances or instruments, 
N. O. I. B. N., in less-than-carloads, was applicable on radio loud 
speakers prior to September 20, 1924. That rating and rate 
were first class. It has directed the refund of overcharges and 
dismissed the complaint. The carriers imposed one and one- 
half times first class on the ground that the loud speakers were 
analogous to amplifying horns. The Commission said the two 
articles no doubt were somewhat similar, but that fact did not 
bear on the issue raised by the complaint by its contention that 
they were electrical appliances, because if the loud speakers 
actually were electrical appliances they could not lawfully be 
rated as talking machine horns, however close the analogy. On 
September 20, 1924, radio loud speakers were given a specific 
rating of one and one-half times first class in less than carloads. 


VEGETABLE CONTAINER RATE 


The Commission, by division 4, in No. 18294, B. C. Jarrell 
& Co. vs. L. & N., mimeographed, has found unreasonable but 
not unduly prejudicial, the rates on box and crate material and 
vegetable hampers, in mixed carloads, from Humboldt, Tenn., 
to Woodburn and Franklin, Ky., and over an interstate route to 
Portland, Mitchellville, and Fountain Head, Tenn., and awarded 
reparation. The Commission found the assailed rates had been, 
were, and for the future would be unreasonable to the extent 
they had exceeded, exceeded, or might exceed 17 cents. That 
rate has been prescribed to be effective not later than May 20. 
Commissioner Woodlock dissented. 


BURLAP BAG RATES 


A finding of unreasonableness and an award of reparation 
have been made in No. 18327, S. Rothman & Sons vs. Pennsyl- 
vania et al., mimeographed, as to the rates charged on burlap 
bags, carloads, from Cleveland, O., and Detroit, Mich., to St. 
Louis, Mo. The Commission, by division 4, found the rates 
were unreasonable to the extent they exceeded 39 cents. The 
question was as to the applicability of Rule 77. The Commis- 
sion said the carriers had failed to fulfill their obligation under 
that rule and that the record afforded no ground for finding that 
complainants were not entitled to the benefit of the rule. The 
Commission added that the record did not persuade it that the 
resulting rates would be lower than maximum reasonable rates. 

This report also includes No. 18327 (Sub-No. 3), Same vs. 
Same; No. 18327 (Sub-No. 4), Same vs. New York Central et 
al.; No. 18327 (Sub-No. 5), Same vs. New York, Chicago & St. 
Louis et al.; No. 18327 (Sub-No. 1), Missouri Bag Co. vs. Penn- 
sylvania et al.; No. 18327 (Sub-No. 2), Chase Bag Co. vs. Mich- 
igan Central et al.; No. 18327 (Sub-No. 6), Republic Bag Co. vs. 
New York Central et al.; and No. 18686, Fulton Bag & Cotton 
Mills vs. Cleveland, Cincinnati, Chicago & St. Louis et al. 


RATES ON MEATS 


The Commission, by division 4, has dismissed No. 19418, 
Cudahy Packing Co. vs. Burlington et al., mimeographed, finding 
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rates charged on fresh meats and packing house products, 
carloads, from Chicago, IIl., South Omaha, Neb., Sioux City, 
Iowa, and St. Paul, Minn., to Little Rock, Ark., and points in 
western Louisiana, not unreasonable. 


BRICK RATE CASE 

The Commission, by division 4, in No. 19369, Kusa Brick 
& Tile Co. vs. Kansas, Oklahoma & Gulf of Texas et al., mimeo- 
graphed, has found unreasonable but not otherwise unlawful the 
rate on common brick, face brick, and hollow building tile, in 
straight carloads, from Kusa, Okla,, to Wellington, Tex., and 
awarded reparation. The Commission found that a rate of 33 
cents was applicable but that that rate was unreasonable to 
the extent it exceeded 19 cents. The rate now is 16.5 cents. 


TIN CAN CASE DISMISSED 


An order of dismissal has been made in No. 19367, Pratt & 
Lambert, Inc., vs. Pennsylvania et al., mimeographed, the Com- 
mission, by division 4, finding not unreasonable the rates on tin 
cans and tin pails, in straight and mixed carloads, from Cleve- 
land, O., to Black Rock, N. Y. 


BASKET HOOP RATE 
The Commission, by division 4, has dismissed No. 19354, 
Liberty Cooperage and Lumber Co. vs. Erie et al., mimeo- 
graphed, finding the rate charged on one carload of basket 
hoops shipped from Akron, Ind., to Mansfield, Ohio, and recon- 
signed to Pittsburgh, Pa., not unreasonable or otherwise un- 
lawful. 


GRAPE CASE DISMISSED 


The Commission, by division 4, has dismissed No. 19333, 
Gamble-Robinson Co. vs. Pere Marquette et al., mimeographed, 
finding that a carload of grapes from Stevensville, Mich, to 
Alexandria, Minn., shipped in 1923, was not overcharged. 


ONION DECKING CHARGE APPLICABLE 


The Commission, by division 4, has dismissed No. 19322, 
Gamble-Robinson Co. vs. Northern Pacific, mimeographed, find- 
ing applicable the charges for the transportation of decking in 
connection with the shipment of a carload of onions from Walla 
Walla, Wash., to Minneapolis, Minn., in August, 1924. Decking 
of an estimated weight of 700 pounds was installed by the 
shipper in the refrigerator furnished for the transportation 
of the onions. The onion rate of $1.10 was applied on the deck- 
ing. The complainant contended that no charge should have 
been made on the lumber used in making the car suitable for 
its lading. The controversy was as to which of the paragraphs 
of Rule No. 50-D, supplement 31, to Perishable Protective Tariff 
No. 2, Dearborn’s I. C. C. No. 1, applied to the decking. 


PLASTER RATES UNREASONABLE 


The Commission, by division 4, in No 19311, Standard Gyp- 
sum Co. vs. Southern Pacific et al., mimeographed, has found 
unreasonable the rates charged on plaster, carloads, from Lud- 
wig, Nevada, to designated points in Washington, and awarded 
reparation. The Commission found the rates were unreasonable 
to the extent they exceeded 33.5 cents to Seattle, University 
and Fremont, and 36 cents to Ballard and Bellingham. The 
rates from Ludwig were established after the shipments moved. 


COKE. CASE DISMISSED 
An order of dismissal has been entered in No. 19242, Baton 
Rouge Electric Co. vs. L. & N. et al., mimeographed, the Com- 
mission, by division 4, finding the rate on coke from Dolcito 
Junction, Ala., to Baton Rouge, La., not unreasonable or other- 
wise unlawful. 


SHELLED PEANUT RATES 


A finding of unreasonableness, an award of reparation, and 
new rates to be established not later than May 29, have been 
prescribed and ordered in No. 18432, Armour & Co. vs. Atlantic 
Coast Line et al., mimeographed, as to rates on shelled pea- 
nuts, from points in Alabama and Georgia to North Fort Worth, 
Texas. The Commission, by division 2, found the rates had 
been, were, and for the future would be unreasonable to the 
extent they had exceeded, exceeded, and might exceed, rates 
constructed on the basis of the following factors east of the 
Mississippi River: 


_. Rate in cents from Montgomery, Selma, Ala., 40.5; Samson, Brun- 
didge, Dothan, Troy, Enterprise, Elba, Ala., and Albany, Ga., 44 


plus a factor of 65 cents west of the Mississippi. 

The Commission said the defendants might establish joint 
through rates on the basis prescribed or that the factors might 
be used in the construction of combination rates. 


PORTABLE RAILWAY TRACK RATES 


The Commission, by division 4, has dismissed No. 19435, 
James Stanton Construction Company vs. Santa Fe et al., mime- 
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ographed, finding applicable the fifth class rates on portable 
railway track, carloads, from’ Freeman Park, Mo., and Stone, 
Kan., to Ely, Mo., and from Ely to Leavenworth, Kan. It fur- 
ther said that the applicable rates had not been shown to have 
been unreasonable. 


K. 0. & G. TO ACQUIRE M. O. & G. 


With Commissioner Eastman dissenting, the Commission, by 
division 4, in finance No. 6611, has authorized the Kansas, Okla- 
homa & Gulf to acquire the Missouri, Oklahoma & Gulf’s line 
of railroad in Cherokee county, Kansas, for $403,486. The appli- 
cant owns the stock of the Missouri, Oklahoma & Gulf. The 
Kansas, Oklahoma & Gulf is authorized to acquire by surrender 
of the Missouri, Oklahoma & Gulf bonds it now holds for can- 
cellation and cancel the Missouri, Oklahoma & Gulf’s indebted- 
ness to the Kansas company, leaving the Missouri company with 
stock outstanding in the hands of the Kansas company but with- 
out assets. The Kansas company is to assume the other obliga- 
tions of the Missouri company, the whole resulting in simplifi- 
cation of the operation of the two companies. Mr. Eastman dis- 
sented for the reasons set forth in his dissent in Acquisition by 
Southern Pacific, 131 I. C. C. 726. 


ABANDONMENT OF. M. & O. BRANCH 


The Commission, by division 4, in finance No. 6496, has 
authorized the Mobile & Ohio to abandon its branch line of 
railroad extending from South Columbus to Columbus, Ky., a 
distance of 1.6 miles. Protests against abandonment were filed 
by the Kentucky Railroad Commission and by the city of Co- 
lumbus. The Commission said that, from the facts presented, 
it appeared that the traffic to and from Columbus, both freight 
and passenger, had declined steadily and that there was no 
prospect of any improvement in the future. The certificate of 
the Commission, dated March 19, provides that it shall take 
effect and be in force from and after 30 days from its date, and 
that within that period the applicant shall sell its branch line 
authorized to be abandoned to any person or persons desiring 
to purchase same for continued operation and offering to pay 
therefor not less than its fair net salvage value. 


UNCONTESTED FINANCE CASES 


Report and order in Finance No. 6688, authorizing the Cambria & 
Indiana Railroad Co. to issue $1,800,000 of first-mortgage 41% per cent 
gold bonds, to be sold at 97 per cent of par and the proceeds used in 
retirement of outstanding bonds and in construction of an extension 
heretofore authorized, approved. 

Report and order in Finance No. 6760, authorizing the Akron, Can- 
ton & Youngstown Railway Co. to issue $760,000 of general and re- 
funding mortgage 5% per cent gold bonds, series B; $500,000 of said 
bonds to be sold at not less than 98 per cent of par and accrued in- 
terest and the proceeds used for the purposes stated herein; the re- 
maining $260,000 to be held by the applicant subject to the further 
order of the Commission; action deferred upon that part of the ap- 
plication relating to the issue of $190,000 of bonds in respect of the 
acquisition of 61 acres of land; approved. 

Report and certificate in Finance No. 6573, authorizing the Grand 
Rapids & Indiana Railway Co. and the Pennsylvania Railroad Co., 
lessee, to abandon a branch line of railroad in Charlevoix county, 
Mich., which extends from Wallon Lake Junction westerly to Wallon 
Lake, a distance of 1 mile, approved. 


FINANCE APPLICATIONS 


Finance No. 6808. Spokane, Coeur D’Alene & Palouse asks au- 
thority to abandon a little over 2 miles of main track, known as 
its Liberty Lake line, in Spokane county, Wash. 

Finance No, 6809. Pennsylvania asks authority to acquire control, 
by purchase of stock, of the Columbus & Xenia Railroad Co., now 
operated as a part of the applicant’s system under lease. The line 
extends from Columbus to Xenia, O., a distance of 52 miles. Appli- 
cant a. — to pay $115 a share for stock now outstanding in hands 
of public. The total outstanding capital stock of the C. & X. amounts 
to 35,724 shares of the par value of $50 a share, and of that amount 
25,334 shares are in the hands of the public. Stockholders of the 
company are now receiving dividends at the rate of 8.6 per cent, 
and the proposed price was arrived at after negotiations with the 
holders of stock now in the hands of the public, and up to February 
20, 1928, the holders of 14,761 shares of such stock had indicated their 
willingness to accept the proposed purchase price, according to the 
application. 

Finance No. 6810. Tennessee Central asks authority to pledge and 
regeeee St borrowed money $410,000 of first mortgage 6 per cent 
go nds. 

Finance No. 6811. Seaboard Air Line asks authority to acquire 
control, by acquisition of stock and by lease, of the Prince George & 
Chesterfield Railway, organized to construct a new line from a point 
near Chester, Va., to Hopewell, Va., a distance of about 14 miles. 

Finance No. 6812. Prince George & Chester Railway asks au- 
thority to issue 50 shares of capital stock, par value $100 a share, 
to be acquired by the Seaboard, and to issue and deliver to the Sea- 
board not in execess of $1,000,000 of 6 per cent first mortgage gold 
bonds. 

Finance No. 6806. The Denver & Rio Grande Western asks au- 
thority to cause to be authenticated and delivered $17,000,000 of re- 
funding and improvement mortgage 5 per cent gold bonds, series B, 
to sell $12,000,000 thereof to Kuhn, Loeb & Co. at 93% and accrued 
interest, and to pledge and repledge $5,000,000 of said bonds. 

Finance No. 6807. Wabash Railway Co. asks authority to issue 
$17,867,000 of 4% per cent refunding and general mortgage gold bonds 
series C, and to sell the bonds to Kuhn, Loeb & Co. at 93 and accrued 
interest. 

Finance No. 6813. Connorville & Lake Superior Railway Co. asks 
authority to take over and operate a line of railroad now operated 
by R. Connor Co. in logging operations, extending from Connorviile 
to er, Mich., a distance of 3 miles, and to issue $40,000 of capital 
stock. s 

Finance No. 6814. Cleveland & Pittsburgh Railroad Co. asks au- 
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thority to issue and deliver to the Pennsylvania Railroad Co., in 
partial reimbursement of indebtedness, $4,897,000 of 44% per cent gen- 
eral and refunding mortgage gold bonds. The Pennsylvania asks 
authority to assume, as lessee and guarantor, obligation and lia- 
bility in respect of the bonds. 

Finance No. 6815. Joint petition of Northwestern Bell Telephone 
Co. and Dakota Central Telephone Co. for approval of acquisition = 
the Bell company of property of the Dakota company in the state 
North Dakota. 

Finance No. 6816. Fairport, Painesville & Eastern asks au- 
thority to issue $300,000 of 10-year 6 per cent debentures to reimburse 
its treasury for expenditures for capital purposes. It is proposed to 
sell the debentures to the Cleveland Trust Co., of Cleveland, O., at 
not less than par and accrued interest. 


PETITIONS FOR REHEARING, ETC. 


J. E. Tilford, agent for southern carriers; E. Morris, agent 
for Central territory carriers; C. W. Galligan, agent for Illinois 
territory carriers, and W. S. Curlett, agent for Trunk Line and 
New England carriers, have petitioned for modification of fourth 
section orders Nos. 9200 and 9700, affecting rates on packing- 
house products, fresh meats, lard substitutes, and cooking oils 
from and to points in southern territory. 

The Alabama, Tennessee and Northern Railroad has filed 
petition for modification of Fourth Section Order No. 9753, 
Lumber from stations on the Alabama, Tennessee and Northern 
Railroad, entered February 24th, 1928, in Fourth Section Appli- 
cation No. 13330. 

No. 19216, Acme Brick Co. vs. Illinois Central et al. Com- 
plainant petitions for rehearing and reconsideration. 

No. 18501, Badger-Lumber & Coal Co. et al. vs. Santa Fe 
et al. Complainants petition for reconsideration, rehearing 
and/or reargument in No. 18501, 136 I. C. C. 350. 

No. 17544, the Celotex Co. vs. Akron, Canton & Youngs- 
town et al. Complainant moves for reconsideration and re- 
versal of the order of the Commission dated February 6, 1928, 
denying complainant’s petition for reopening, rehearing and/or 
reargument therein. 

I. and S. No. 2595, meats and packing-house products to, 
from, and between Southwestern and Western Trunk Line 
points, and cases grouped therewith. Complainant, Southern 
Cotton Oil Co., petitions the Commission to grant a rehearing 
therein. ‘ 

No. 13535, Corporation Commission of Oklahoma vs. Aber- 
deen & Rockfish et al., and associated cases. The American 
Linseed Co. and subsidiary companies petition for leave to inter- 
vene therein. 

No. 18957, Muscle Shoals Traffic Bureau vs. Alabama Central 
et al. Complainant petitions for reopening, rehearing, and recon- 
sideration by the entire Commission or reopening, rehearing 
and reconsideration by division 3 or reopening and reconsidera- 
tion by the entire Commission or by division 3, 

No. 193039, The Prairie Pipe Line Co. vs. Missouri Pacific 
et al. The complainant petitions for rehearing and/or modifica- 
tion therein. 

No. 17883, Kanotex Refining Co. vs. Santa Fe et al. Carriers 
defendant petition for consideration by entire Commission. 

No. 17166, Turner-Altus Co. et al. vs. Santa Fe et al. Com- 
plainants and interveners petition for reopening for reconsidera- 
tion on the present record, reargument or rehearing by the 
entire Commission; and the Waco Chamber of Commerce peti- 
tions for leave to intervene therein, 

No. 18366, Muscle Shoals Traffic Bureau vs. Abilene & 
Southern et al. Alabama Great Southern, New Orleans & North- 
eastern, Northern Alabama, Southern, and Louisville & Nash- 
ville petition for modification of its order entered therein on 
February 29, 1928. 

No. 18000, H. Barschi & Son et al. vs. Baltimore & Ohio et 
al. Complainant petitions for leave to amend paragraph V of 
its petition. 

‘No. 18311, E. C. Klipstein & Sons Co. vs. Central Railroad of 
New Jersey et al. Complainant petitions for leave to amend 
paragraph V of its petition. 

No. 17958, Camp Manufacturing Co. et al. vs. Carolina West- 

_ern et al. Complainants petition the Commission to issue a sup- 
plemental order therein. 


SUSPENDED TARIFFS 


In I. and S. No. 3083, the Commission has suspended from 
March 25 until October 25 schedules as published in supple- 
ments. Nos. 5 and 6 to Agent F. L. Speiden’s tariff, I. C. C. No. 
1147. The suspended schedules propose to cancel the propor- 
tional or reshipping rates on grain and grain products via the 
St. Louis-San Francisco Ry. from St. Louis, Mo., to certain 
destinations in Tennessee on the Southern Ry. between Memphis, 
Tenn., and Corinth, Miss., which would result in increases. The 
following is illustrative: 


Rates in cents per 100 pounds, present and proposed, from St. 
Louis, Mo., to Normal, Tenn., 11.5 and 19; La Grange, Tenn., 16 and 
22; Chewalla, Tenn., 16 and 22, respectively. 


In I. and S. No. 3084, the Commission has suspended from 
March 29, until October 29, schedules as published in supple- 
ment No. 57 to Pennsylvania (Lines East) G. O.-I. C. C. No. 
14143. The suspended schedules propose to cancel commodity 
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rates on iron and steel articles, less-carloads, from the Pitts- 
burgh, Pa., district to Pennsylvania R. R. stations between 
Salisbury, Md,, and Portsmouth, Va., and to apply fourth class 
rates in lieu thereof which would result in increasing the rates 
from and to said points from 47% to 48 cents per 100 pounds. 


ANTHRACITE ORDER MODIFIED 


The Commission, by supplemental order No. 30, in No. 
15006, rates, charges, regulations, and practices covering trans- 
portation of anthracite coal, has authorized the establishment 
of additional rates by modifying supplemental order No. 24, 
by means of the following: 

It is ordered, That Supplemental Order No. 24, of February 14, 
1927, as clarified by Supplemental Order No. 28 of November 8, 1927, 
be, and it is hereby, further modified as to permit the establishment 
and maintenance, for the transportation of prepared sizes other than 
pea size of anthracite coal, in carloads, from mines on the Reading 
Company in the state of Pennsylvania to points in the so-called 
Capitol district on the West Shore Railroad (the New York Central 
Railroad Company, lessee), and the New York Central Railroad east 
of and including Indian Castle and St. Johnsville, N. Y., to which 
a rate of $2.88 per ton of 2,240 pounds now applies from these mines, 
of a rate of $2.78 per ton of 2,240 pounds over a new route of the 
Reading to Tamaqua, Pa., Lehigh & New England, to Campbell Hall, 
N. Y., and West Shore-New York Central beyond, in lieu of a rate 
of $2.88 per ton of 2,240 pounds over the route of the Reading to New- 
berry Junction, Pa., and the New York Central-West Shore beyond. 


SOUTHWESTERN MEAT RATES 


The southwestern lines in I. and S. 2595, and related cases, 
meats and packing house products to, from, and between south- 
western and Western Trunk Line points, have asked the Com- 
mission for a modification of its report and finding in the cases 
mentioned, 136 I. C. C. 651. They ask for bridge and ferry 
charges for the crossing of the Mississippi, 2 cents on packing 
house products and 2% cents on fresh meats for the bridge at 
Memphis, and 2% cents and 3 cents for the ferries south of 
Memphis. 

The propriety of an addition to the rates for the additional 
service and expense in crossing the Mississippi, the carriers 
assert, has been recognized on all recent decisions of the Com- 
mission since the commodity rate revision in Memphis-South- 
western Investigation, 77 I. C. C. 473. 

Other modifications desired by them, it is believed, are 
indicated by the captions they place over the various subjects 
treated in their petition. The captions are: Arbitrary from 
Cudahy and Milwaukee, Wis., and Sioux Falls, S. D.; differen- 
tials and arbitraries on fresh meats; arbitraries for financially 
weak lines; rates to Kansas City, Chicago, St. Louis, and Mis- 
sissippi River crossings south of St. Louis; and alternative 
application of mileage scales from Western Trunk Line territory. 


RATES ON HORSE SHOES 


Hearing in docket 20367, Phoenix Horse Shoe Company 
against the C. & O. and others, was held at Chicago before 
Examiner Disque March 23. The case had been continued from 
March 6, in view of a possibility of settlement informally. The 
case involves rates on horse shoes and toe caulks from Joliet, 
Ill., to Cleves, O. (within the Cincinnati switching district), and 
other Ohio River crossings. 

According to the testimony introduced for the complainant 
by H. F. Keller and S. Slania, the rates paid were fifth class. 
Competitors at Chicago and Gary have commodity rates of 23% 
cents to Evansville, Ind., and 25 cents to Louisville, as against 
the fifth class rates of 28 cents and 30 cents, respectively. No 
shipments were made by the complainant to’ other Ohio River 
crossings than Cincinnati, but the commodity basis was con- 
tended for. 

According to R. D. Hunter, special agent, Big Four, and 
J. B. Davies, assistant general freight agent, E. J. & E., the 
carriers are willing to establish commodity rates from Joliet 
to the Ohio River crossing west of the Indiana-Ohio line, but 
do not think the commodity basis should be spread east of 
there. They asked that the case be settled along with the iron 
and steel part of the docket 17000. 


TENTATIVE VALUATION REPORT 


Valuation No. 1080. The Western Union Telegraph Co. as of June 
30, 1919. Report covers only telegraph property of company in the 
United States and known as the land line system. Final value of 
total owned property found to be $84,744,565, and of total used prop- 
erty, $84,995,384. On date of valuation the company had outstanding 
a total par value of $129,792,726.66 in stock and long-term debt, of 
which $99,786,726.66 represented common stock and $30,006,000 funded 
debt. Investment in plant and equipment, including land, on date of 
valuation, was stated on the company’s books as $155,459,119.11, which 
with readjustments required by the Commission would be reduced to 
$138,877,000.61, according to the report. Cost of reproduction new 
of total owned property was stated as $109,978,826, and of total used 
property, $110,406,220. Cost of reproduction less depreciation of total 
owned property was stated as $72,859,100, and of total used property, 
Sie yt Mea ea value (valuation date) of lands was found to 
e »279,795. 


ELECTRIC RAILWAY BILL 
Senator Pine, of Oklahoma, has introduced S. 3805, a Dill 
to amend the interstate commerce act with respect to electric 
railways. It is the same bill as was recently introduced in the 
House by Representative Johnson, of Indiana. 
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ELECTRIC COOKER CHARGES 


Examiner John Davey, in No. 19905, Valley Electrical Supply 
Co. vs. Santa Fe et al., said the Commission should find inap- 
plicable the rate and rating on electric combination cookers, 
in less-than-carloads, from Toledo, O., to Fresno, Calif., shipped 
after July 16, 1925, and direct the refund of overcharges. He 
said the Commission should find the shipments were over- 
charged to the extent that the rate applied exceeded the third 
class rate of $3.78 to October 20, 1926, and the second class rate 
of $4.55 thereafter. 


REFINED AND HEAVY OIL RATES 


Examiner Leslie H. McDaniel, in No. 19547, Wadhams Oil 
Co. vs. Santa Fe et al., said the Commission should find not 
unreasonable but unduly prejudicial, the rates on refined and 
heavy oils, in tank carloads, from Kansas and Oklahoma points 
to Janesville and Jefferson, Wis., and unduly preferential of 
Beloit, Wis. He said that the Commission should find that the 
rates on the same commodities over one of the Chicago & 
North Western routes, prior to November 1, 1926, were in 
contravention of the fourth section. The carriers claimed that 
the rates were not in contravention of the fourth section be- 
cause in a specific fourth section order they had been granted 
relief. The examiner said the carriers, in making that conten- 
tion, were under a misapprehension as subsequent changes in 
the rates at the more distant points revoked the authority. 
He said that the fourth section departure, however, had been 
removed. Proof of damage sufficient to support an award of 
reparation, he said, had not been furnished. 

Further the examiner said that the publication of rates in 
accordance with the order in Midcontinent Oil Rates, 1925, 
132 I. C. C. 1038, would remove the undue prejudice and that 
no order for the future, therefore, was necessary. 


PAPER BOARD RATES 


Examiner William B. Wilbur has recommended the dis- 
missal of No. 19487, Scharff-Koken Manufacturing Company vs. 
Santa Fe et al., on a finding that the rates on strawboard, chip- 
board, and other paper board, from points in central territory 
to St. Louis, Mo., are not unreasonable, unjustly discriminatory 
or unduly prejudicial. He has further recommended that the 
Commission find the rates on those commodities, from Terre 
Haute, Vicnennes, Wabash, and Eaton, Ind., and Urbana, O., 
not in violation of the fourth and sixth sections of the inter- 
state commerce act. 


SUGARED FRESH STRAWBERRIES 


An order of dismissal has been recommended by Examiner 
Bronson Jewell in No. 19750, Armour & Co. vs. Illinois Central 
et al., and a sub-number, Same vs. Oregon-Washington Railroad 
& Navigation Company et al., on a finding that the rate charged 
on fresh strawberries, sugared, in carloads, from Seattle, Wash., 
to Chicago, Ill., in 1924, was not unreasonable. 


TRACTOR RATE APPLICABLE 


Examiner Riley A. Gwynn has proposed the dismissal of 
No. 20301, Thomson-Reiber Implement Company, Ltd., vs. C. M. 
& St. P. et al., on a finding that the rate charged on tractors, 
carloads, from Milwaukee, Wis., and Chicago, Ill., to Crowley, 
La., in 1925 and 1926, was applicable and not unreasonable or 
unduly prejudicial. 


GROUND PHOSPHATE OVERCHARGED 


Examiner W. K. Berryman, in No. 20322, Robin Jones Phos- 
Phate Company vs. Louisville & Nashville et al., said that the 
Commission should find that the rate on a carload of phospnate 
rock, ground, shipped from Wales, Tenn., to Saltville, Va., in 
1926, was not unreasonable but that the shipment was over- 
charged, because misrouted, direct the refund of the overcharge 
and dismiss the complaint. 


ROUTING OF FURNITURE 

Examiner Riley A. Gwynn has recommended the dismissal 
of No. 20126, S. H. Franklin Co., Benjamin Zimmer, receiver vs. 
Burlington et al,, on a finding that a third class rate of 91.5 
cents on a mixed carload of dining room furniture shipped 
from Marion, Ind., to Minneapolis, Minn., in 1925, was not un- 
reasonable, unjustly discriminatory, or unduly prejudicial. The 
Complainant contended that a rate of 78 cents contemporan- 
eously in effect from Bloomington, Evansville and other points 
in Indiana should have been applied under Rule 77 on the 
theory that the rate from those points applied via Marion. 

Gwynn said that for a shipment to pass through Marion en 
Toute to Minneapolis over any existing route, from any of 
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the 78-cent points, would require an out-of-line haul over the 
rails of one or more of the carriers. Gwynn said that while 
the 78-cent rate was applicable over the lines of many carriers, 
regardless of the comparative distances, the tariff might not 
be construed as being applicable “over any route requiring any 
carrier to make an out-of-line haul and such are not available 
routes within the meaning of the tariff. Else the parties to 
this tariff would not only be required to carry a westbound 
shipment east to Marion, but would, at the wish of any shipper, 
be required to carry a shipment to far distant points in any 
direction, thence to Minneapolis. As above stated, such a con- 
struction is clearly not the meaning of this tariff.’ 


RATES ON FLOUR, MEAL, ETC, 


Examiner R. J. Olentine, in No. 20072, Light Grain and Mill- 
ing Company vs. Santa Fe et al., has recommended that the 
Commission find inapplicable rates charged on a mixed carload 
of flour, corn meal and bran from Turpin, Okla., to Mountain- 
air, N. M., that the applicable rates of 57 cents on flour and of 
51.5 cents on corn meal and bran were, are and for the future 
will be unreasonable to the extent that they exceeded 49 cents 
on flour and 44 cents on corn meal and bran, and that com- 
plainant is entitled to reparation of $46.97, with interest, and 
to refund of overcharges of $108.63. 


RATE ON FENCE POSTS 


In No. 20153, J. J. Kilpatrick vs. Santa Fe et al., Examiner 
F. A. Clifford has recommended that the Commission find the 
applicable joint class B rate of 71 cents charged on a carload 
of fence posts from Trout Spur, Tex., to Darrouzett, Tex., over 
an interstate route, was unreasonable to the extent that it ex- 
ceeded 41.5 cents, and that it is and for the future will be un- 
reasonable to the extent it exceeds or may exceed 38.5 cents, 
and that complainant is entitled to reparation of $119.18 with 
interest. 


HAGUE RULES BILL 


Senator Jones, of Washington, has introduced in the Sen- 
ate, S. 3738, the Hague Rules bill that was introduced in the 
House (H. R. 12208) by Representative White, of Maine. On 
motion of Senator Borah, of Idaho, the Senate has removed the 
injunction of secrecy from the treaty embodying the Hague 
Rules. A hearing on the treaty may be held soon by a sub- 
committee of the Senate committee on foreign relations. 


CLASS RATES UNREASONABLE 


In a proposed report in No. 19830, Joyce-Fruit Co. vs. Santa 
Fe et al., Examiner Arthur Kettler has recommended that the 
Commission find unreasonable but not otherwise unlawful the 
class rates from Amarillo, Tex., Denver, Colo., and related points 
and points in defined territories east thereof, to destinations 
in New Mexico, and prescribe new ones for the future. He 
said the Commission should find that the assailed rates were 
and for the future would be unreasonable to the extent they 
exceeded or might exceed rates made upon the same basis and 
in the same manner as was prescribed for application to destina- 
tions in Southwestern territory in Consolidated Southwestern 
Cases, 123 I. C. C. 2038, plus differentials for the hauls west 
of Amarillo, Lubbock and Big Spring under the scale of differ- 
entials prescribed for application in Texas differential territory, 


LUMBER RATE CASE 


Examiner E. L, Glenn has advised the Commission to dismiss 
No. 19601, Hilton Lumber Co. vs. Atlantic Coast Line et al., on 
a finding that the rate on lumber, carloads, from Wilmington, 
N. C., to Martinsville, Va., was not unreasonable, unjustly dis- 
criminatory, or unduly prejudicial. 


BULK CITRUS FRUIT CHARGES 


Attorney-Examiner John McChord, in No. 19759, L. E. Hol- 
loway & Co. vs. Atlanta, Birmingham & Atlantic et al., said the 
Commission should find not unreasonable, but discriminatory 
and unduly prejudicial, the charges for transporting oranges 
and grape fruit, in bulk, carloads, from Grove Land, De Land 
and Killarney, and other points in Florida to Atlanta, Ga., and 
deny reparation. The complaint alleged that the charges were 
unreasonable, unduly prejudicial, as compared with the charges 
on oranges and grape fruit, in crates. McChord said the Com- 
mission should find the rates were not unreasonable but that 
the resulting charges on oranges and grape fruit, in bulk, were 
unduly preferential in favor of shippers of oranges and grape 
fruit, in crates. He said the defendants should promptly make 
such increase in the estimated weight of the present standard 
make of crates used in the shipment of oranges and grape fruit 








as would correctly reflect the weights of the contents of 
crates, or establish a standard form and style of crate that 
in all instances when fully packed would uniformly show ap- 
proximately the same weight of contents for use as estimated 
weights. 


WROUGHT PIPE RATES 


Examiner Frank C. Weems has recommended the dismissal 
of No. 18368, National Tube Co. vs. Director-General, as agent, 
on a finding that the rates charged on shipments of wrought 
pipe, carloads, from Ellwood City, McKeesport, and Pittsburgh, 
Pa,, Syracuse, N. Y., Lorain, O., and Wheeling, W. Va., to des- 
tinations in California in the period of federal control, were 
applicable. This case involved interpretation of the intermediate 
application rule. Weems recommended dismissal for the rea- 
sons set forth in Standard Oil Co. vs. Santa Fe, 139 I. C. C. 297, 
decided January 9, 1928, and Prentice vs. Southern Pacific, 
132 I. C. C. 409. 


PINE TAR RATES 


Attorney-Examiner John McChord has recommended the dis- 
missal of No. 20226, Southern Wood Products Co. vs. Marianna 
& Blountstown et al., on a finding while the rates on three 
carloads of pine tar from Gaskins Siding, Fla., to New Haven 
and Naugatuck, Conn., were unreasonable, the evidence was 
insufficient upon which to award damages. McChord said the 
Commission should figd the rates had been and were unreason- 
able to the extent that they had exceeded 59 cents, but that 
dismissal should be made because no competent evidence was 
introduced to show that the complainant paid or bore the 
charges. 


CORE SAND RATES 


Examiner R. J. Olentine, in No. 20230, Portland Company 
vs. N. Y., N. H. & H. et al., has recommended that the Commis- 
sion find unreasonable the rates on core sand, from Province- 
town, Mass., and Harbor Junction Wharf, R. I., to Portland, Me., 
award reparation, and prescribe rates for the future. He said 
the Commission should find the rates were and for the future 
would be unreasonable to the extent that they exceeded or 
might exceed 12.5 cents from Provincetown and 11 cents from 
Harbor Junction Wharf. 


SCRAP IRON RATES 


Attorney-Examiner John McChord, in No. 20137, Knight- 
Luttrell Iron Company vs. Southern et al., has recommended 
that the Commission find unreasonable the rates on scrap iron 
and scrap steel from points in South Carolina to Oakland City, 
Ga., prescribe new ones, and award reparation. He said the 
Commission should find the rates were and would be unreason- 
able to the extent they exceeded or might exceed the following 
per net ton: From Anderson, $2.46; from Beverly, $2.14; from 
Central, $2.03; from Cowpens, $2.70; from Easley, $2.03; from 
Gaffney, $2.70; from Spartanburg, $2.59; and from Wellford, 
$2.48. 


COAL CAR DISTRIBUTION CASE 


In a report on further hearing, Attorney-Examiner Paul O. 
Carter, in No. 15270, A. Spates Brady vs. B. & O. et al. has 
recommended reparation on account of the undue prejudice 
found in the former report, 112 I. C. C. 244, in the distribution 
of coal cars in the period between October 14, 1922, and April 
1, 1923. Carter said the Commission should find that the com- 
plainant was damaged in a total amount of $57,735.11, and was 
entitled to reparation in that amount, with interest from April 
1, 1923. 

In the prior report, the Commission found that the acts and 
practices of defendants in according Western Maryland service 
to mines of the West Virginia Coal and Coke Company located 
on the Coalton branch of the B. & O. from October 14, 1922, to 
April 1, 1923, while failing to accord similar service to the com- 
plainant’s mine located intermediate thereto resulted in undue 
prejudice to Brady in the matter of car supply. The case was 


held open to permit the filing of a petition for further hearing : 


in respect of the amount of damages sustained by reason of the 
undue prejudice. This report, Carter said, dealt with the ques- 
tion of the amount of damages sustained, based upon the evi- 
dence introduced at the further hearing. The period, he said, 
was limited by complainant to that from October 17, 1922, to 
April 1, 1923. 

Complainant, Carter said, asked damages for (1) loss of 
profits on coal which could have been produced and sold but 
for the unlawful practices, and (2) excess mining costs on coal 
actually mined. The examiner said those factors were recog- 
nized as measures of damage sustained under a finding of un- 
due prejudice in the matter of distribution of coal cars in Avella 
Coal Company vs. P. & W. V. Ry. Co., 77 I. C. C. 731. 

Carter said that practically all the evidence introduced by 
the railroads was in support of a claim by them that Brady’s 
mine was excessively rated and therefore that the complainant 
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received all the cars to which he would have been entitled if 
his mine had been properly rated. Among the allegations was 
that incorrect reports as to operations were made. Carter said 
the defendants had every opportunity to check the data in the 
daily and monthly reports. He said they made no effort to test 
the correctness of the figures included in the daily and monthly 
reports but accepted them as correct and assigned mine ratings 
based upon them. He said they could not now be heard to 
complain of the ratings in the period involved. 

The examiner said that in the Avella case the Commission 
rejected a contention substantially similar to the one of de- 
fendants’ contentions herein, namely, that the damages sought 
were uncertain and that the evidence in support of the claim 
for damages was too indefinite. In disposing of the case the 
examiner said: 


1. The Commission should find that by reason of the undue 
prejudice found to have existed complainant could have produced 
and shipped in interstate commerce 23,844 additional tons of coal, 
and that its profits on the additional tonnage of coal which could 
have been produced would have been $48,451.97. 

2. The Commission should further find that by reason of the undue 
prejudice found to have existed, the cost of production of the coal 
actually produced was $9,283.14 in excess of what the cost would have 
been, based on the total tonnage which could have been produced 
and shipped in interstate commerce. 

- The Commission should further find that complainant was dam- 
aged in the amount of $57,735.11, and is entitled to reparation in 
that amount, with interest from April 1, 1923. 

An appropriate order should be entered. 


UPPER GUYANDOT EXTENSIONS 


In a proposed report on finance No. 6067, construction of 
line by Virginia & Western, and cases joined with it, Examiner 
Haskell C. Davis has recommended that the Virginia and the 
Norfolk & Western, by their subsidiaries, be given certificates 
of public convenience and necessity to construct new lines in 
the upper Guyandot River basin, the former in Wyoming and 
Mingo counties, West Virginia, and the latter from Gilbert to 
Wharncliffe, in Wyoming and Mingo counties. He has recom- 
mended the denial of the application of the Chesapeake & Ohio 
for permission to build. The governor of West Virginia recom- 
mended grant of the Chesapeake & Ohio application. 

The three great coal carrying roads appeared as rivals for 
permission to build new lines in the upper Guyandot basin 
by filing applications in 1925. The Chesapeake & Ohio applied 
directly; the Virginian, by its susidiary the Virginian & Western, 
and the Norfolk & Western, by its subsidiary, the Guyandot & 
Tug River Railroad Co. Davis, in his report, used the names of 
the parent companies when he discussed the rivalry, 

The three applicants agreed upon one thing, namely, that 
only one line should be built between Elmore and Gilbert. 

According to Davis the upper Guyandot basin is now pro- 
ducing large quantities of westbound coal. It would find its nat- 
ural outlet over a line down the Guyandot River, said Davis, free 
from adverse grades, instead of over the heavy grades of the 
roads now taking that coal to market. The basin is mountain- 
ous. Between Gilbert and Mullens the river flows through a 
narrow, crooked valley or gorge in which there is but little 
level land. That part of the river is only from eight to twelve 
miles from the main line of the Norfolk & Western but the 
two are separated by a high divide. North and east of the 
basin, says the Davis report, there is a wide area to the 
Kanawha and New Rivers in which the main stream valleys are 
occupied by branches of the Chesapeake & Ohio, with the 
Virginian’s territory thrust like a wedge across the eastern 
part of the field. The basin between Itmann and Gilbert, 
Davis said, was estimated to contain about 330 square miles, 
nearly all underlaid with coal. The coal commercially re- 
coverable, under present conditions, Davis said, was estimated 
at not less than 500,000,000 gross tons and as high as 1,444, 
000,000 short tons. 

In substance, the report might be described as _ recom- 
mending the extension of the two lines because they need 
assurance of territory from which to bring coal in competition 
with the Chesapeake & Ohio, with the Virginian entering the 
field, more than at present, in the hauling of westbound coal. 

Davis said that the special claims of the N. & W. rested 
chiefly upon the fact that its coal reserves, although at least 
seven times as large as those of the Virginian, were only 60 
per cent of those from which the Chesapeake & Ohio will be 
able to draw traffic. It acquired control of the Pocahontas Co. 
in 1901, Davis said, so as to protect its coal reserves, the 
Pocahontas being owner of much coal acreage. 

The questions of cost of construction, running about $2, 
500,000 for each of the proposals, was no tmuch discussed, and 
ability of the applicants to stand the expense, did not figure 
in the report to any extent, In disposing of the case, Davis 
said: 


The Virginian needs its proposed line in order to have greater 
independence in the matter of an outlet for westbound coal. It may 
prove desirable to extend its service further west, perhaps to the 
Ohio River. It ere that it can have no suitable outlet to the 
west except down Guyandot River, and it is not desirable to put the 
ownership of the line through this narrow mountain valley or gorge 
under the control of one of its competitors. Trackage rights for 
overhead business would diminish, but not remove this objection. The 
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grant of a certificate to the Virginian will insure supplying the 
necessary connection between the lines on the upper and lower Guyan- 
dot at the minimum cost for construction, and operation by the 
Virginian of the proposed line should tend to some economies in the 
cost of handling eastbound freight as compared with operation by 
the other applicants. Multiple operation of the line by the three 
applicants would not tend to economy or efficiency. The people of 
the local territory prefer the Virginian for reasons that appear to be 
sound. So far as the question of priority intervenes, the Virginian’s 
claims appear at least as good as any others. 

The construction of that part of the N. & W.’s proposed line 
from Wharncliffe to Gilbert would enable the N. & W. to compete 
with the C. & O. for westbound traffic from the Guyandot Valley, and 
would assure operators in the territory competitive service to the 
west. The N. & W. might be disposed to permit the exploitation of 
the lands of the Pocahontas Company, provided it received the west- 
bound tonnage therefrom at Wharncliffe. 

Upon the facts presented the commission should find (a) that the 
present and future public convenience and necessity require the con- 
struction by the Virginian & Western Railway Company of the line 
of railroad in Wyoming and Mingo counties, W. Va., described in its 
application in Finance Docket No. 6067 and in the report aforesaid, 
solely upon the condition that the construction of said line shall be 
commenced on or before July 1, 1928, and be completed on or before 
December 31, 1930; (b) that the present and future public convenience 
and necessity require the construction by the Guyandot & Tug River 
Railroad Company of that portion of its proposed line in Mingo and 
Wyoming counties, W. Va., extending from Wharncliffe to Gilbert, 
described in its application in Finance Docket No. 5161, and in the 
report aforesaid, upon the express condition that construction of said 
part of its proposed line shall be commenced on or before January 1, 
1929, and be completed on or before December 31, 1930, and that 
as to all other matters said application should be denied; and (3) 
that the application of the Chesapeake & Ohio Railway Company in 
Finance Docket No. 4818 should be denied. Appropriate certificates 
and order should be issued. 


WESTERN LIVE STOCK RATES 


Hearing in No. 17000, part 9, western live stock rates, will 
be resumed at Chicago, Sherman Hotel, on April 12, by Exam- 
iners: Stiles and Parker. This hearing at Chicago is expected 
to be the last in this case. Testimony has been given at hear- 
ings in Salt Lake City, Utah, Portland, Ore., two at Los Angeles, 
Calif., Fort Worth, Tex., two at Chicago, St. Paul, and Kansas 
City. According to present indications this will be the first of 
the Hoch-Smith cases to be completed in so far as the taking 
of testimony is concerned. It is possible, of course, but not 
probable, that the record in other parts will be completed before 
this one is, but the thought now is that none will be completed 
ahead of the live stock inquiry. 


HOCH-SMITH GRAIN HEARING 


The Chicago hearing in docket 17000, part 7, grain and 
grain products, before Examiners Mackley and Hall, ended 
March 23. Commissioner Meyer, who has been in charge of 
the hearings, was in Washington the last two weeks. A little 
more than the last four weeks of the hearing were devoted to 
the export adjustment. The last day, however, mainly had to 
do with the domestic phase of the case. Testimony was intro- 
duced by Frank B. Townsend, director of traffic, Minneapolis 
Traffic Association, supplementary to that he had already put in 
and in rebuttal to testimony of others. H. H. Bernstein, of the 
Central Weighing and Inspection Bureau, Chicago, was recalled 
to give additional detail concerning the operation of his bureau 
in the supervision of transit. Walter R. Scott, of the Kansas 
City Board of Trade, was put on the stand by Nuel D. Belnap, 
in behalf of New Orleans, to introduce certain mileage figures 


‘ from Kansas points on the line of the Rock Island between 


Hutchinson and Liberal to New Orleans. 

At the close of the hearing it was announced that the 
Seattle hearing would begin May 22. Following that, a final 
hearing will be held at Los Angeles. The examiners have be- 
come a bit hesitant about making estimates as to duration, but 
it was said three weeks would probably be required at Seattle 
and fifteen days at Los Angeles. 

Judged purely in terms of its physical aspects, the case is 
a record-breaker. More than 33,000 pages of testimony have 
been received and over fifteen hundred exhibits, a large number 
of which are elaborate statistical and factual statements com- 
prising from 80 to 100 pages. 

Excluding the periods of recess between the hearings, a 
little less than seven months has been used in the taking of 
testimony, more than 13 weeks of which have been at Chicago. 
The Chicago hearing opened November 29 and was adjourned 
over the holidays, December 21 to January 10, since when it 
ran continuously. Prior to the opening at Chicago, hearings 
were held at Dallas, Wichita and Minneapolis. 

Mr. Bernstein suggested that the Commission should have 
a bureau of transit to work with the carrier agencies employed 
Mm supervising transit. He said transit practices had grown 
way beyond their original purpose and had become so compli- 
cated and chaotic it was often quite impossible to tell just what 
had happened to a given tonnage or whether it was entitled, 
under the tariffs, to transit privileges or not. As an example 
of what he had in mind by the latter, he cited the’situation of 
Wheat at Chicago which had come from the Missouri River. If 
the shipper wished to move it to New Orleans under a transit 
balance, he held it was impossible to know whether it was 
entitled to that or not, as no one could know with certainty 
what had taken place prior to its arrival at Chicago—whether 
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it had paid the full Missouri River-Chicago rate. Such instances 
of possible overlapping of the transit operations, he said, were 
particularly troublesome. 

Mr. Townsend’s testimony touched on a large number of mat- 
ters, butin particular dealt with Minneapolis’ inability to compete 
on an all-rail basis to the east with the movement through Duluth, 
via the lake routes. He showed that the Minneapolis receipts of 
all grain, including flaxseed, in 1927, had decreased in excess of 
58 million bushels, as against 1916, while the receipts at 
Duluth in the same period had increased more than 110 million 
bushels. Those figures, he said, “merely reflect the trend of the 
movement.” Of the total tonnage into the two markets in 1916, 
Minneapolis received 78.6 per cent, as against 50.9 per cent in 
1927, according to his figures. He said the railroads operating 
out of Minneapolis and Duluth to Chicago and east had lost 
potential revenue of $5,231,840 in 1927 as a result of their failure 
to maintain all-rail rates on the same relative competitive basis 
as was the case in 1916. He has asked for a 6-cent reduction in 
the all-rail rates from Minneapolis to C. F. A. and Trunk Line 
territories. 

He gave further illustrations of, according to his conten- 
tions, the more favorable transit practices applicable at other 
markets and additional testimony in support of his request that 
linseed oil be permitted to move as a transit product on the 
balance of the through rate applicable to flaxseed. 


COMMISSION ORDERS 


No. 16462 (and Sub. Nos. 1 and 2), Georgia Peach Growers’ 
Exchange et al. vs. Alabama Great Southern et al.; No. 18497, 
F. E. Hellis & Co. et al. vs. Aberdeen & Rockfish et al., and 
No. 17861, American Fruit Growers, Inc. (Sanford division), 
et al. vs. Aberdeen & Rockfish et al. The order entered in 
these proceedings on February 14, 1928, by which rates, esti- 
mated weights per package, and minimum carload weights were 
prescribed for application on fresh peaches, in carloads, from 
points in Georgia, North Carolina, and South Carolina to des- 
tinations described in said order, which was by its terms made 
effective on April 20, 1928, has been modified so as to become 
effective on May 10, 1928. 

No. 20727, the Spanish River Pulp and Paper Mills, Ltd., 
et al. vs. Algoma Central & Hudson Bay et al. The American 
Newspaper Publishers’ Assn. permitted to intervene. 

No. 20685, the Cooper Grocery Co. et al. vs. Angelina & 
Neches River et al. Waco Chamber of Commerce permitted to 
intervene. 

No. 20619, Detroit Steel Corp. et al. vs Akron, Canton & 
Youngstown et al. Square D Co. permitted to intervene. 

No. 20574, Barnhart Coal Co. et al. vs. Chicago & Eastern 
Illinois et al. Indiana Bituminous Coal Operators’ Assn. per- 
mitted to intervene. 


No. 20210, Saniwax Paper Co. vs. Union et al. Menasha 
Printing and Carton Co. permitted to intervene. 

No. 20144, the Barrett Co. vs. Santa Fe et al. The Texas 
Co. permitted to intervene. 

No. 14451 (and Sub. Nos. 1 to 4, incl.), the Procter and 
Gamble Distributing Co. et al. vs. Abilene & Southern et al.; 
No. 14118 (and Sub. 1), Magnolia Provision Co. vs. Santa Fe 
et al., and No. 14653, Texas Chamber of Commerce et al. vs. 
Alexandria & Western et al., and I. and S. 2242, lard substitutes 
from New Orleans, La., to El Paso, Tex. All orders heretofore 
entered in the above entitled proceedings are vacated and set 
aside to the extent that such orders are inconsistent with the 
findings in said report in I. and S. No. 2595, meats and packing- 
house products to, from, and between southwestern and West- 
ern Trunk Line points; No. 12068, Wilson & Co., Inc., of Okla- 
homa et al. vs. Director-General, as agent, C. B. & Q. et al.; 
No. 12067, Wilson & Co., Inc., vs. Director-General, as agent, 
Santa Fe et al.; No. 12127, Swift & Co. vs. St. Louis-San Fran- 
cisco, Director-General, as agent, et al.; No. 12271, Morton 
Gregson Co. et al. vs. Director-General, as agent, Santa Fe et al.; 
No. 12175, Morris & Co. vs. Director-General, as agent, Santa 
Fe et al.; No. 12193, Armour & Co. vs. Missouri, Kansas & 
Texas, Director-General, as agent, et al.; No. 12284, Wilson & 
Co., Inc., of Oklahoma et al. vs. Director-General, as agent, 
Rock Island et al.; No. 12301, Albert Lea Packing Co., Inc., et 
al. vs. Director-General, as agent.; No. 12398, Armour & Co. 
et al. vs. Santa Fe, Director-General, as agent, et al.; No. 12515, 
Swift & Co. vs. Kansas City Terminal, Director-General, as 
agent, et al.; No. 12646, Same vs. Santa Fe et al.; No. 15362, 
Jacob E. Decker & Sons et al. vs. Rock Island et al.; No. 15389, 
Swift & Co. vs. Santa Fe et al.; No. 15446, Albert Lea Packing 
Co. et al. vs. Rock Island et al.; No. 15606, Armour & Co. et al. 
vs. Santa Fe et al.; No. 18473, George A. Hormel & Co. vs. 
Cc. M. & St. P. et al.; No. 18741, Swift & Co. vs. Santa Fe 
et al.; and I. and S. No. 2533, butter and lard tubs, meats and 
packing-house products from and to southwestern points. 

Finance No. 3599, securities of High Point, Thomasville & 
Denton railroad. The time prescribed in the order entered 
herein June 5, 1924, within which the High Point, Thomasville 
& Denton may issue the $250,000 of common capital stock 
therein authorized, has been extended to December 31, 1929. 

Pacific Coast Fourth Section Applications, 129 I. C. C. 3. 
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This proceeding and those portions of fourth section applica- 
tions involved therein are reopened for further hearing at such 
time and place as the Commission may hereafter direct. 

No. 20639, The Watson Brothers Steel Co. et al. vs. New 
York Central et al. Consolidated Steel Corp.; Continental Steel 
Corp.; Louis Modell Steel Co.; Modell-Friedman Steel Corp.;. 
and Valley Steel Products Corp. permitted to intervene. 

No. 20710, A. A. Tindall et al, vs. Arkansas & Louisiana 
Missouri Railway et al. Lake Charles Rice Milling Co. of 
Louisiana, Inc., permitted to intervene. 

The petition filed by H. Wilson in fourth section applica- 
tion No. 13116, for a modification of fourth section order No. 
9599, class and commodity rates to points in Trunk Line terri- 
tory, entered therein, has been denied. 

No. 16133, Jackson Traffic Bureau for Hannah Distributing 
Co. et al. vs. Alabama & Vicksburg et al. Myles Salt Co., Ltd., 
The Colonial Salt Co., Diamond Crystal Salt Co., The Ohio Salt 
Co., The Union Salt Co., and Mulkey Salt Co. permitted to 
intervene. 

No. 20410, State of Idaho Ex Rel. Public Utilities Commis- 
sion of Idaho vs. Oregon Short Line et al. The Morton Salt Co. 
permitted to intervene. 

No. 16942, Lerio Patent Cup Co. et al. vs. Alabama, Florida 
& Gulf et al., and No. 17679, Mobile Steel Co., Inc., vs. Alabama, 
Florida & Gulf et al. The order entered in these proceedings 
on January 25, 1928, which was by its terms made effective 
April 26, 1928, has been modified so that it will become effective 
on July 26, 1928. - 

No. 19680, Public Service Commission of Oregon vs. Central 
Pacific et al. Harney county, Oregon; Grant county, Oregon; 
Portland Traffic and Transportation Assn.; and Burns Chamber 
of Commerce permitted to intervene. 

No. 20415, State of Idaho, ex rel. Public Utilities Commis- 
sion of Idaho vs. Oregon Short Line et al. Oakland Chamber 
of Commerce permitted to intervene. 

No. 20631, Minnesota and Ontario Paper Co. et al. vs. South- 
ern et al. Anglo Canadian Pulp and Paper Mills, Ltd., Bromp- 
ton Pulp and Paper Co., Ltd., Canada Paper Co., Ltd., Canadian 
Export Paper Co., Ltd., Donnacona Paper Co., Ltd., Laurentide 
Co., Ltd., Port Alfred Pulp and Paper Corp., St. Maurice Valley 
Corp. and Guy Tombs, Ltd., permitted to intervene. 

No. 20633, Abitibi Power and Paper Co., Ltd., et al. vs. 
Alabama Great Southern et al. Lexington Board of Commerce 
permitted to intervene. 

No. 20633, Abitibi Power and Paper Co., Ltd., et al. vs. 
Alabama Great Southern et al.; No. 20677, Escanaba Paper Co. 
et al. vs. Abilene & Southern et al.; and No. 20727, the Spanish 
River Pulp and Paper Mills, Ltd., et al. vs. Algoma Central and 
Hudson Bay et al. The Anglo Canadian Pulp and Paper Mills, 
Ltd., Brompton Pulp and Paper Co., Ltd., Canada Paper Co., 
Ltd., Canadian Export Paper Co., Ltd., Donnacona Paper Co., 
Ltd., Laurentide Co., Ltd., Port Alfred Pulp and Paper Corp., 
St. Maurice Valley Corp., and Guy Tombs, Ltd., permitted to 
intervene. 


ORDER NOTIFY RULE 16 NOTE 


The Traffic World Washington Bureau 


The Commission has been receiving some correspondence 
in respect to Note No. 6 the carriers propose adding to Rule 16, 
of the reconsignment code, so as to make the charges on straight 
bills of lading shipments showing consignment to one party 
with instructions thereon to notify another that creates the im- 
pression that the writers believe the question raised has some- 
thing to do with whether such bills should be permitted. R. V. 
Pitt, assistant director of the bureau of traffic who is handling 
the subject as arbitrator, in answer to correspondents, has 
directed attention to the fact that the note merely proposes 
to make such bills subject to Rule 16. There is nothing in the 
proposal, he points out, that raises the question as to their use; 
merely as to what charges shall be imposed for the services ren- 
dered. (See Traffic World, March 17, p. 644.) 

The big point made by the carriers, in support of their pro- 
posal, is that, by the use of the straight bill with a notify nota- 
tion, the shippers so doing avoid the payment of the charges 
that attach when regular order-notify bills are used for the 
same purpose. The carriers, in their argument for the note 
they have proposed, make the point that a large part of the 
shipments so handled are being so billed for the purpose of 
defeating the purpose and intent of order-notify Rule 16 and 
Rule 11. Regardless of the purpose, however, the carriers think 
the added service justifies an additional charge. 

Guggenhime and Company, of San Francisco, in a letter to 
Mr. Pitt, said that with the general bond scheme now in effect 
in California to cover order-notify shipments they believed that 
‘st would eliminate a great deal of trouble that the carriers 
now complain of if the carriers would make a general rule that 
order-notify shipments would only be accepted when covered 
by an order-notify bill of lading. It would preclude any question 
of doubt regarding the delivery by the agent at destination.” 
“Continuing, they said: 


In revising these rules, we feel that there should be no restrictions 
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limiting the diversion of order/notify carloads, whether they happen 
to be on a private industry or public track, but should be given the 
freedom of diversion regardless of position of placement at destina- 
tion. 

There are times when an order/notify car is placed on a private 
industry and is not accepted by consignee, and because of its place- 
ment we are deprived of the diversion privileges on the basis of the 
through rate. This we feel is an injustice and a discrimination and 
would like to see this be given the fullest consideration by your com- 
peor | when the final draft of their recommendations have been sub- 
mitted. 


CAR HIRE SETTLEMENT RULES 
The Traffic World Washington Bureau 


Taking of testimony in No. 17801, rules for car hire settle- 
ment, was resumed this week before Director Bartel of the Com- 
mission’s bureau of service. Short lines, individually, and by the 
American Short Line Railroad Association, presented their 
views. Broadly speaking, the short lines are asking that the 
Commission prescribe a rule for certain settlements of car hire 
accounts, to take the place of the per diem rule of the American 
Railway Association, paragraph (b) of Rule 6. That is the rule 
which prescribes $1 a day as the money a non-owner shall pay 
the owner for a car the former uses. There are conditions under 
which the per diem rule does not apply. The rule governs all 
subscribers to it. It is also used, to a large extent, in settle- 
ments between subscribers and non-subscribers. 

As a substitute the short line association, through L. S. Cass, 
its vice-president, proposed a rule which the trunk line attorneys 
said, with two exceptions, was the one prescribed by the Com- 
mission for use by the trunk lines in settling accounts between 
themselves and the Birmingham Southern, an industrial line. 
The rule proposed by Mr. Cass, to be used in settling accounts 
between subscribers and non-subscribers, which, generally, are 
the short lines, is as follows: 


Any common carrier by railroad which is a non-subscriber to 
the Per Diem Rules of the American Railway Association (other 
than roads which have been declared industrial common carriers) 
may make settlement for the use of all foreign freight cars with the 
direct connecting line from which such cars are received and at the 
standard mileage rate fixed by the Interstate Commerce Commission 
and in effect at the time such delivery was made, no car hire to 
be paid on cars handled in switching service for connecting lines 
and no reclaim to be received, and. settlement to be made with the 
direct connecting line with which foreign freight cars are inter- 
changed at the current demurrage rate (unless otherwise legally pro- 
vided for), after the following time has elapsed, computing time 
from the first 7 A. M. after actual placement on the interchange 
<= until returned to the same or another recognized interchange 
rack, 

24 hours on cars received empty and returned empty; 

,72 hours on cars received loaded and returned aoe ow 

72 hours on cars received empty and returned loaded 

144 hours on cars received loaded and returned loaded: 
in computing time, Sundays and legal holidays (National, State or 
Municipal) will be excluded. 

Any such common carrier by railroad which is a non-subscriber 
to the Per Diem Rules of the American Railway Association and 
which controls interchangeable freight cars (either by ownership, 
lease or otherwise) when such cars are used by other carriers, to 
receive as compensation for such use the standard mileage rate fixed 
by the Interstate Commerce Commission and in effect at the time 
of such use (unless otherwise legally provided for), said compensation 
to be paid by the user direct to the owner or controller road upon 
the basis of the loaded and empty mileage and the mileage to be 
computed on the basis of distance tables without the elimination of 
mileage through switching districts and including any mileage made 
in switching service. 


Moultrie Hitt, attorney for the short line association, placed 
Ireland Hampton, Fort Worth, Tex., on the stand to give figures 
in support of the proposition that car hire could and should be 
calculated with a view to having joint users each pay according 
to the benefit derived from the use of the non-owned car. Mr. 
Hampton’s statistical studies were designed primarily to show 
the disparity between the item of car hire expense borne by 
Class I roads on the one hand and Classes II and III on the 
other. The members of the last mentioned classes claim that 
they pay out of proportion to the benefits derived. ‘The short 
lines contended that methods for the settlement of car hire 
should be and were intended to be the means whereby car hire 
was apportioned fairly and logically between the car users, as 
such, it being admitted that the owner was entitled to a specified 
sum for the use of his property. That sum is generally $1 per 
day. 

Other witnesses were Sherley Seward, mid-west representa- 
tive of the short line association, stationed at Chicago, for the 
Taber & Northern; S. D. Rice, for the Glenfield & Northern; 
A. R. Yarborough, for the Stroud’s Creek & Muddlety, Santa 
Fe Northwestern and other short lines; and L. R. Martin, for 
the Indiana Northern. 


CHANGES IN DOCKET 


Hearing in No. 9200, Railway Mail Pay (Intermountian and 
Pacific Coast Short Lines), assigned for March 29, at Denver, 
Colo., before Examiner Mullen, was postponed to a date to be 
hereafter fixed. 

Argument in valuation No. 1067, in re tentative valuation 
of the property of the Union Stock Yards C6. of Omaha (Ltd.), 
assigned for March 28, at Washington, D. C., was postponed to 
a date to be hereafter fixed. 
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Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1915, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court, Appellate Division, First Department.) De- 
fendant commission merchant, accepting from carrier, on direc- 
tion of consignor, merchandise shipped under straight bill of 
lading, in which consignor was named as consignee, and paying 
freight charges exacted by carrier, held liable to pay balance of 
charges due under tariffs filed under interstate commerce act 
(49 USCA, sec. 1 et seq.; Comp. St., sec. 8563 et seq.), which 
carrier, through mistake, failed to collect.—Erie R. Co. vs. 
H. Rosenstein, Inc., 227 New York Sup. 99. 

(Supreme Court of Oklahoma.) Where a private corporation 
owning pipe line properties used for transporting crude oil pur- 
chased for its refinery transports such commodity to its storage 
tanks for others for hire, it is in law a common carrier, with 
its property assessable for purposes of taxation by the State 
Board of Equalization, as in the case of a public service cor- 
poration—In re Champlin Refining Co., 264 Pac. Rep. 160. 

The exemption provided for by section 7948, C. O. S. 1921, 
does not exempt the property of exemptee from assessment for 
purposes of taxation by the state board of equalization pursuant 
to the provisions of article 5, c. 84, C. O. S. 1921.—Ibid. 

(Supreme Court of Appeals of West Virginia.) Under chap- 
ter 17, Acts 1925, the state road commission has sound discre- 
tion to grant or refuse an application for a permit or certificate 
of convenience to operate motor vehicles on the public high- 
ways, for transportation of passengers or property, or both, for 
compensation, whether the service is proposed to be performed 
over a regular route between fixed termini or otherwise.—State 
ex rel. Chafin vs. State Road Commission of West Virginia et al., 
141 S. E. Rep. 524. 

(Court of Criminal Appeals of Texas.) Highways con- 
structed and maintained at public expense are designed for 
ordinary purposes, and no one has a vested or inherent right 
to make a special or pecuniary use of them.—Ex Parte Sepulveda, 
2S. W. Rep. (2d) 445. 

State may forbid use of highways to common carriers and 
may place conditions on privilege of their use in protection of 
public by means of license or certificate issued by commission 
authorized under a valid law.—Ibid. 

Litigant may not invoke judicial decision as to validity of 
parts of statute by which he is not affected, as courts refrain 
from unnecessarily deciding constitutional questions.—Ibid. 

Common carrier by motorbus, who had not made applica- 
tion for grant of certificate of public convenience and necessity 
for use of highways under Acts 40th Leg. (1927), c. 270, held 
not entitled to invoke judicial decision as to validity of sections 
1, 17, with reference to power of Railroad Commission to make 
and enforce rules, where no rules had been made.—lIbid. 

Acts 40th Leg. (1927), c. 270, sec. 5, requiring certificate of 
convenience and necessity from motorbusses using highways, 
and providing for issuance of temporary certificates to those 
conducting business of common carriers on public road before 
law was passed, held not void as allowing unjust discrimination, 
since case merely involved application of principle of proper 
and reasonable classification.—Ibid. 

Law attacked as unconstitutional is presumed valid, and, in 
case of any doubt, court is under duty to resolve the doubt in 
favor of the validity of the law.—Ibid. 

One held under information charging violation of statute 
had burden, in proceedings for writ of habeas corpus, to estab- 
lish statute’s invalidity, to warrant discharge.—Ibid. 

(Court of Criminal Appeals of Texas.) Legislature has 
power to forbid use of highway to common carriers, and may 
by law place restriction upon the use of highways by common 
carriers operating motor vehicles by creation and organization 
of commission to administer such regulations, provided con- 
stitutional limitations upon legislative power are not exceeded. 
—Ex Parte Sparks, 2 S. W. Rep. (2nd) 449. 

Const. art 2, sec. 10, vesting legislature with power to regu- 
late railroads and railroad companies, does not restrict power 
of legislature to impose upon Railroad Commission duties with 
reference to use of public roads by common carriers.—Ibid. 

Where common carrier was charged with operating motor- 
bus for transportation of passengers for hire in violation of 
Acts 40th Leg., c. 270, sec. 5, for failure to secure certificate, 
questions of power of Railroad Commission to make rules and 
regulations under sections 3 and 6, and of legislature to enforce 
such rules under section 14, were not involved.—Ibid. 

One charged with operating motorbus for transportation of 
Passengers for hire upon highways without certificate, in vio- 
lation of Acts 40th Leg. (1927), c. 270, sec. 5, was not entitled 
to discharge on habeas corpus except on proof that particular 
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provision of law under which he was prosecuted was void.— 
Ibid. 

As a general rule, person asserting invalidity of law as- 
sumes burden of showing that it is void, and, if its validity is 
doubtful, court will resolve doubt in favor of.the law.—Ibid. 

Acts 40th Leg. (1927), c. 270, sec. 5, prohibiting operation of 
motorbusses as common carriers for transportation of passengers 
for hire, over public highways without first obtaining from Rail- 
road Commission certificate of public convenience and necessity, 
but permitting issuance of temporary certificates to existing 
motorbus carriers, held valid in habeas corpus proceedings by 
one charged with violation of statute, and not objectionable as 
permitting unjust discrimination in violation of rule against 
class legislation.—Ibid. 


2, 
* 





o, 
2? 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1915, by West Publishing Co.) 


LOSS OF OR INJURY TO GOODS 


(Supreme Court of Wisconsin.) A common carrier may not 
claim that injury to goods in transportation was due to insuffi- 
cient crating, boxing, packing, or loading, where this was dis- 
coverable by carrier upon ordinary observation and inspection, 
when shipper tendered goods for transportation, though the rule 
is otherwise where the insufficiency was not disclosed by ordi- 
nary observation and inspection.—Thomson vs. Chicago, M. & 
St. P. Ry. Co. et al., 217 N. W. Rep. 927. 

Machinery company, breaching its contract to properly load 
drag line on railway car, held liable to other party’s assignee 
for resulting injury to drag line in transportation, regardless 
of whether railway company failed to perform duty as common 
carrier, or was estopped to say that drag line was improperly 
and insecurely loaded.—Ibid. 

Excluding evidence that railway was in habit of making fly- 
ing switches, which subject cars and goods to unusual and un- 
reasonable stress and strain, if error, held, harmless, where car 
on which damaged goods were loaded was at no time part of a 
flying switch movement.—Ibid. 


Question as to value of drag line which was injured in 
transportation on railway by reason of improper loading by 
defendant held one for jury.—Ibid. 


Evidence held sufficient to sustain finding of jury that drag 
line damaged in transportation on railway by reason of im- 
proper loading by defendant had value of $6,250.—Ibid. 


Where drag line was injured in transportation on railway 
allegedly from improper loading by defendant, evidence of dam- 
age to railway engine and mail car in passing car on which drag 
line was loaded, caused by contact with superstructure of drag 
line, held admissible.—Ibid. 

(Court of Civil Appeals of Texas, Waco.) In action against 
express company for loss of household goods, defendant’s re- 
quested special instructions to determine their actual value to 
owner, as distinguished from fanciful or sentimental value he 
might place on them, held sufficient to require court, under Rev. 
St. 1925, art. 2189, to instruct jury not to consider any fanciful 
or sentimental value in arriving at actual value of goods to 
<°-y - Pcamemanarng R. Express Co. vs. Thompson, 2 S. W. Rep. 

In absence of market value, measure of damages for loss 
of second-hand clothing or household goods in transit is their 
“actual value,” which is actual money lost by deprivation thereof, 
not a price suggested by owner’s partiality therefor, what he 
could sell them for, nor a fanciful or sentimental value.—Ibid. 

In absence of pleadings raising issue of limitation of express 
company’s liability, under Carmack amendment (49 USCA, sec. 
20, pars. 11, 12; U. S. Comp. St., secs. 8604a, 8604aa), for loss 
of goods in interstate shipment, to valuation named in delivery 
sheet or uniform express receipt signed by shipper when goods 
were delivered to company, court did not err in excluding such 
document.—Ibid. 

If express company be entitled to defense of limitation of 
liability for loss of goods in interstate shipment, under Carmack 
amendment (49 USCA, sec. 20, pars. 11, 12; U. S. Comp. St., 
secs. 8604a, 8604aa), to amount named in delivery sheet or 
uniform express receipt signed by shipper, latter would be en- 
titled. to recover only in same ratio of lost articles to total value 
of goods shipped as amount of limited liability bears to such 
value. 

(Court of Appeals of Kentucky.) In action for damage to 
goods in transit, in view of Ky. St., sec. 201d, making initial 
carrier liable for any loss or damage occurring during trans- 
portation on its line or that of connecting carrier, excluding 
testimony that certain intermediate carriers were part of systems 
of another intermediate carrier held not prejudicial to initial 
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carrier.—Cumberland Transp. Co. vs. E. J. O’Brien & Co., 2S. W. 
Rep. (2d) 668. 

In view of Ky. St., sec. 201d, making initial carrier liable 
for loss or damage occurring during transportation on its line 
or that of connecting carrier, where loss occurs on line of con- 
necting carrier, initial carrier’s right of redress after recovery 
against it is against connecting carrier.—Ibid. 

In action for damage to tobacco in transit, excluding testi- 
mony of witness who had not seen plaintiff’s tobacco, and knew 
nothing about its condition, that some tobacco sold on market 
at point of delivery to initial carrier about time of delivery of 
tobacco in question was in bad condition, was proper.—Ibid. 

In action for damage to goods in transit, admitting testimony 
by plaintiff’s attorneys that defendant’s witness, who had also 
testified at first trial, had stated to them that, if properly re- 
warded, he could furnish informaion as to how goods had been 
damaged, which was denied by him, limited by admonition to 
jury that it could only affect such witness’ credibility, was 
proper.—Ibid. 


TELEPHONES AND TELEGRAPHS 


(Court of Civil Appeals of Texas, Austin.) Where profes- 
sional baseball player was negotiating for employment as regular 
member of professional team, and standard form of contract 
was used in employing players for playing season, proffered 
employment to player by telegram of job with Columbus team 
of the American Association was for playing season of year, as 
regards right to recover damages for delay in delivery of tele- 
gram, though no definite time was stated, and was not mere 
hiring at will or from month to month.—Western Union Tele- 
graph Co. vs. Eckhardt, 2 S. W. Rep. (2d) 505. 

In suit for damages for delay in delivery of telegram offer- 
ing plaintiff employment as professional baseball player, tele- 
grams to baseball player, carrying on their face notice that they 
were negotiations for employment as player with baseball team, 
were sufficient notice to transmitting company that they related 
to offer of employment consistent with usual course of dealing 
in designated business; it being matter of common knowledge 
elaborate system of rules have been promulgated for employment 
of players.—Ibid. 

Court of Civil Appeals may not take judicial notice of terms 
of employment made with professional baseball players.—Ibid. 

In action for damages for delay in delivery of telegram 
offering plaintiff employment as professional baseball player, 
finding that, if plaintiff had made contract with team, as offered, 
he would have remained with that club during playing season, 
held supported by evidence.—Ibid. 


In action against telegraph company for damages in delaying 
delivery of telegram offering plaintiff employment as professional 
baseball player, contentions by defendant that player could only 
recover for loss up to time of receiving other employment, or 
that credit should be given for earnings during period of prof- 
fered contract, were matters of defense, as to which defendant 
had both burden of pleading and proof.—Ibid. 


In action against telegraph company for damages from delay 
in delivering telegram offering plaintiff employment as profes- 
sional baseball player, baseball guide was admissible in evidence 
to show beginning and end of playing season of particular club, 
where it was shown by witness, familiar with official records of 
baseball, that guide was an official baseball publication.—Ibid. 


In action for damages for delay in delivering telegram offer- 
ing plaintiff employment as professional baseball player, error, 
if any, in admitting copy of baseball guide to show beginning 
and end of playing season of particular club, held not prejudicial, 
where the beginning and termination of the season was proven 
by other evidence which was admitted without objection.—Ibid. 

Causes should not be reversed, when there is no reasonable 
aa of prejudice, in view of Court of Civil Appeals’ rule 

a.— { 


Error in allowing interest from date of accrual of liability 
rather than date of judgment is one purely of law, affecting only 
severable part of judgment, and may be corrected without fur- 
ther trial in court below.—Ibid. 

Interest eo nomine is recoverable only where allowed by 
statute (Rev. St. 1925, arts. 5069, 5070), but, where damages, 
whether ex contractu or ex delicto, are complete at definite time, 
and amount is determined by fixed rules of evidence and known 
standards of value, interest is recoverable as matter of law from 
date of accrual of cause of action.—Ibid. 

The right of action in the addressee of a telegram sent for 
his benefit is ex contractu.—lIbid. 

In action against telegraph company for damages from 
delay in delivering telegram offering plaintiff employment as 
professional baseball player, liability sued on would bear in- 
terest from its accrual, in absence of stipulation on telegram 
limiting liability to stated amount.—Ibid. 

In action by addressee of telegram for damages from delay 
in delivery, contract of telegraph company imports obligation 
to use proper diligence in delivering message and to discharge 
liability created by breach of contract, and right to recover 
interest is predicated on obligation to discharge liability result- 
ing from breach.—Ibid. 

Stipulation on telegram that telegraph company shall not 
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be liable beyond sum of $500 for delay in transmitting message, 
or for mistakes, delay, or non-delivery of message, is limitation 
on liability for specified derelictions of duty, and has no bearing 
on right to recover interest as damages for detention of com- 
pensation caused by delay in delivering message.—lIbid. 

In action for damages for delay in delivering telegram, offer- 
ing plaintiff employment as professional baseball player, stipula- 
tion on telegram limiting company’s liability to $500 for mis- 
takes, delay, or non-transmission of message limits liability as 
of date of accrual of such liability, but does not limit amount 
of recovery for withholding of compensation in satisfaction of 
such liability, and hence plaintiff was entitled to interest on 
$500 recovered from date of accrual of liability, not date of 
judgment.—Ibid. 


BAR ASSOCIATION COMMITTEE 
The Traffic World New York Bureau 


The committee on commerce of the American Bar Associa- 
tion, in its final session in New York, discussed the report of 
Cc. B. Baldwin, chairman of the highway transportation com- 
mittee of the National Industrial Traffic League, that the rail- 
roads were seeking to place regulation of interstate motor 
trucking in the hands of the Interstate Commerce Commission. 
Mr. Baldwin said that, if Congress enacted the bill now before 
it to give the Commission jurisdiction, the trucks would be 
put out of interstate business. He said only 2 per cent of motor- 
ized commercial traffic was engaged in long hauls and that to 
apply regulation for short hauls would ruin the business. He 
suggested that regulation be left to the states. 

Among those appearing was John M. Woolsey, chairman 
of the committee on arbitration of the Maritime Law Associa- 
tion, who gave the committee the views of marine interests 
relative to amendments to the federal arbitration law. The 
speaker expressed the belief that the law should be so amended 
as to permit an appeal from the decision of the arbitrator to the 
United States courts, particularly on highly technical questions 
involving construction of law. Mr. Woolsey maintained that 
much of the marine litigation was not of a kind to submit 
to juries. 

Mr. Woolsey, in presenting a report of his committee asking 
for changes in the arbitration law, said one of the difficulties 
with commercial arbitration was that there was no continuity 
of the personnel or tradition that exist in a court and that 
enable commercial people to have rules of law laid down in the 
light of which they may contract for the purpose of conducting 
their business. He said the members of his committee has been 
unable to suggest means of obtaining uniformity of construction 
of such contracts other than by recommending that there might 
be an appeal to a court on questions of law. Without such a 
means of securing uniformity in construction the committee felt 
certain that no arbitration statute would have the use that 
arbitration as a principle deserved. 

In connection with this phase, the report said: 

It must also be remembered that a large number of these com- 
mercial contracts are made with parties who are foreigners and 
in order to make them hospitable to the idea of having a provision 
for arbitration of future disputes in their contracts it is necessary 
for them to feel: 

1. That, if a question of law is involved in which they would 
like to have a precedent established or which they consider wrongly 
decided by the arbitrator, they will be able to go to a court of 
competent jurisdiction and get a ruling on the question of law arising 
under the facts as found by the arbitrator. 

That in the event of some situation arising in which arbitra- 
tion is not an effective remedy they will not, unless the arbitration 
clause involved contains an express waiver, have foreclosed their 
right to resort to remedies in equity or by common law writ or for 
a declaratory judgment in jurisdictions where provision for such 
declaratory judgment exists. 

It is the opinion of the committee that the failure to recognize 
these natural points of view on the part of commercial interests and 
their advisers has been a cardinal mistake in all compulsory arbi- 
tration statutes which have been hitherto passed in this country 
and has seriously delayed the growth of arbitration in commercial 
disputes, if, indeed, it has not materially injured it. 


TARIFF INDEX COURT CASE 


Judge Winslow, in the federal southern district of New 
York, has dismissed the bill in equity No. 37-57, Charles B. 
Guthrie vs. W. S. Curlett and Harry Wilson, in which the ques- 
tion was as to whether the tariff publishing agents employed 
by the trunk lines were violating a copyright on a tariff index. 
Judge Wilson, in dismissing the bill, said: 


The idea of consolidation of tariff indices for convenient use is not 
susceptible of exclusive appropriation. Manifestly, the problem. of 
such compilation is to reduce the bulk. Symbols from the earliest 
days have been used for condensation, reference and cross reference, 
and, as such, are a part of the public domain. ’ . 

The subject matter of plaintiff's and defendants’ publications 
necessitates identity of result and similarity of treatment. I a 
with the view of Judge Knox, in passing upon the patentability © 
plaintiff’s work, that the so-called ‘Erie Index’’ anticipated plaintiff. 
But I am inclined, rather, to base my opinion on non-infringement by 
the defendants. a that plaintiff's plan is the creature of his 
brain, that in his work the arrangement and sequence and grouping 
of things are original with him, I do not find in defendants’ index 
such appropriation of copyrightable things as to warrant the —_ 
clusion of infringement. The defendants’ arrangement its differen 
The demonstration at the trial of the use of the two indices to 
ascertain desired rates, was more persuasive than argument. ree 
for defendants dismissing the bill on the merits. 
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: | LOCATED ON THE BELT RAILWAY OF CHICAGO 


@or 1 ARas-” 


FFERS the best in Freight Service for 
Carload or Less Than Carload Traffic 
\\Is within the Chicago Switching Dis- 
trict taking Chicago rates>“~ Building con- 
struction financed, conserving working cap- 
ital~\Has all facilities and conditions 
essential to successful plant operation. 


ARGE local working population within 

walking distance of plants>“~Now has 
Eighty-six Manufacturing Plants and has 
added Twenty-six New Industries during 
the past Sixteen Months~<~Is sold at 
Moderate Ground Values of from thirty 
cents to sixty cents per square foot. 


Responsible Manufacturers are Invited to Investigate 


THE CLEARING INDUSTRIAL DISTRICT 


1007 First National Bank Building 


Telephone Randolph 0136 
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CHICAGO 


Has 86 manufacturing plants and warehouses and is 
developing at the rate of about 20 new industries per 
year. 


Has combined advantages of a location in Chicago and 
a small town. 


Is fully developed with sewers, water, electricity, gas 
and paved streets leading to all parts of Chicago. 


Is served by trolley lines on 63rd Street and Archer 
Avenue from all parts of the city at single fare. 


Is an open shop district and is served by a large local 
working population within walking distance of the 
plants. 


Is sold at moderate ground values of from 30 cents to 
60 cents per square foot. 


Takes a Chicago mailing address and industries may 
be listed on the Chicago Telephone Exchanges. 


Is particularly adapted to the construction of one-story 
manufacturing plants with long shipping platforms 
and unlimited floor loads. 


Is in the Chicago Switching District. The Chicago 
basis of rates applies on carload traffic and on outgoing 
and incoming L. C. L. shipments to and from prac- 
tically all points via all railways. 


The Landon Cartage Company and the Norman Cart- 
age Co. each operate a branch siation in the district 
for the prompt and economical handling of local 
deliveries in connection with main distributing sta- 
tions. 


The West Ports Steamship line operates a station in 
the district for inbound and outbound freight. 
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The Buick Motor Company has enter¢ 
into a 20-year lease with the Cleari 
Industrial District for 309,000 squa 
feet of industrial property at the south 
west corner of West Sixty-fifth streé 
and La Vergne avenue, which will be im 
proved immediately with a one-sto 
warehouse building containing 240, 
square feet. The term rental will | 
$1,000,000. In connection with the lea 
the lessees have retained an option ! 
purchase the property. 
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Is located next to but immediately outside the cor- 
porate limits of the City of Chicago on West 65th 
Street adjacent to the Clearing yard of the Belt Rail- 
way of Chicago (Chicago’s Freight Clearing House) 
and puts manufacturers located there in the position 
of actually being on twelve trunk lines. 


Belt Railway Company of Chicago Service: 


The following trunk lines own the Belt Railway of 
Chicago and operate their own trains to and from the 
Clearing yard: 

















squall’ switchtrack arrangement, which will 1 Atebiese 7. Geen Tek 

ad low solid trains of 50 cars to be re- 2. C&O. 8. Illinois Central 

| stre@mived from Flint and unloaded at one 3 = & E. I. 9. Sault Ste. Marie 

| be ittne, F Bas al neg 4. Erie 10. Pere Marquette 

oie . From the time the cars arrive in 5. Burlington 11. Pennsylvania 

>40.00 eight cars until they are driven out of 6. Monon 12. Wabash 

will ume plant to destination everything will 13. Rock Island Lines 

1e lease Conducted at one level, avoiding the The Belt Railway of Chicago makes a direct connec- 


tion sual ramp and elevator methcds that 


e usually used in large cities. 


ont iocation of New Industries: 


tion with all trunk lines entering Chicago. 


The Belt Railway of Chicago maintains a universal 
less than carload station at Clearing for both inbound 
and outbound service with the usual trap car privileges 
to the industries. 
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5 The Universal Carloading and Distributing Company 
21 picks up daily freight for their daily consolidated cars 
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ocated at Clearing —. seed ar for shipment to all the principal points. 







The American Railway Express makes daily pick-ups 
and deliveries. 
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Standard one-story manufacturing space up to 100,000 
Sq. Ft. can be made available for 90-day occupancy 
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A Portion of the Great Freight Clearing 
Yards of the Belt Railway of Chicago 

















West Classification Yards—Approximately One-fourth of the Yard System 


CONNECTING LINES OF THE BELT RAILWAY OF CHICAGO 


*Atchison, Topeka & Santa Fe Railway 


Baltimore & Ohio Chicago Terminal Rail- 


road 
Baltimore & Ohio Railroad 
*Chesapeake & Ohio Ry. Co. of Indiana 
Chicago & Alton Railroad 
*Chicago & Eastern Illinois Railroad 
*Chicago & Erie Railroad 
Chicago & Illinois Western Railroad 
Chicago and North Western Railroad 
Chicago & Western Indiana Railroad 


*Chicago, Burlington & Quincy Railroad 


Chicago Great Western Railroad 


*Chicago, Indianapolis & Louisville Railway 


Chicago, Milwaukee & St. Paul Railway 
Chicago River & Indiana Railroad 
*Chicago, Rock Island & Pacific Railway 
Chicago Short Line Railway 


Chicago, West Pullman & Southern Railway 
Cleveland, Cincinnati, Chicago & St. Louis 


Railway 
Elgin, Joliet & Eastern Railway 
*Grand Trunk Railway 
*Tllinois Central Railroad (South) 
*Tllinois Central Railroad (West) 
Illinois Northern Railway 


Indiana Harbor Belt Railroad 
Manufacturer’s Junction Railway 
Michigan Central Railroad 
*Minneapolis, St. Paul & Sault Ste. 
Marie Railway 
New York Central Railway 
New York, Chicago & St. Louis Rail- 
road 
*Pere Marquette Railroad 
*Pittsburgh, Cincinnati, Chicago & St. 
Louis Railway 
*Pennsylvania Company 
Pullman Railroad 
*Wabash Railway 


*Owner Lines Operating Into Clearing Yard via Rails of the Belt Railway of Chicago 


6000 Cars Handled Per Day—Empty Cars Always Available 


All Industries in 


THE CLEARING INDUSTRIAL DISTRICT 


Served by lead tracks from the Clearing Freight Yard of the Belt Railroad of Chicago 
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March 31, 1928 


BARGE LINE EXPANSION 


The Traffic World Washington Bureau 


Appeals for additional expenditures from the United States 
treasury for expansion of the operations of the Inland Water- 
ways Corporation, the government’s barge line agency, were 
heard ‘by the House committee on interstate and foreign com- 
merce at the opening hearing on the afternoon of March 27 
on the Denison bill (H. R. 10710) providing, among other things, 
for an increase in the capitalization of the government cor- 
poration from $5,000,000 to $15,000,000. 

Cleveland A. Newton, of St. Louis, formerly a member of 
Congress from Missouri, appearing as counsel for the Missis- 
sippi Valley Association, had charge of the case of those who 
asked for more government funds for the barge lines. He 
introduced the witnesses after making an appeal himself for 
further development by the government of the barge services. 
The witnesses heard at the afternoon session of March 27 were 
Cornelius Lynde, lawyer, appearing for the Chicago Association 
of Commerce; J. P. Haynes, director of traffic of the Chicago 
Association of Commerce; Charles Rippin, of St. Louis; W. T. 
Brookings, grain dealer of St. Louis, and J. P. Edgar, of the 
Memphis Terminal Company. 

The witnesses disavowed any desire for permanent govern- 
ment operation of the barge lines, but insisted that the condi- 
tions under which private operation would be successful must 
be established by the government through operation of barge 
lines and that when such conditions were established, the lines 
could be turned over to private enterprise. It was conceded, 
said the witnesses, that private operation would be more effi- 
cient and economical than government operation, and the asser- 
tion was made that the full benefit from inland waterway trans- 
portation would not be obtained until there was private opera- 
tion. 

Among those present at the hearing were R. H. Aishton, 
chairman of the Association of Railway Executives; Alfred P. 
Thom, general counsel of the association, and C. S. Duncan, 
economist of the association. 

Mr. Newton, in opening the case of the advocates for addi- 
tional expenditures by the government on the barge lines, said 
what was desired was that Congress write in the law that the 
government would remain in the barge line business until the 
river channels were improved for barge transportation, until 
provision was made for complete interchange of traffic between 
the barge lines and the railroads, and until adequate terminals 
were available. When those conditions were fulfilled, said he, 
the Mississippi Valley interests knew that private operation 
would be successful and that the government could get out of 
the business. He said if the government ceased operations 
before the conditions referred to came into existence, the barge 
lines would be doomed to failure. He said the government had 
aided the railroads and that those for whom he spoke were 
now trying to get the government to do for the waterways what 
had been done for the railroads. He spoke of proposed exten- 
sion of the barge services to the Missouri River and to the 
Lakes-to-Gulf waterway. He said the interior was at a dis- 
advantage on account of high rail rates and that the remedy 
was in the building up of a system of water transportation that, 
he contended, was admittedly cheaper than rail transportation. 
At the same time, he said his people were interested in helping 
the railroads—that they wanted the railroads to obtain com- 
pensatory rates. He did not think the development of the 
barge lines would hurt the railroads—that through cheaper water 
transportation factories could remain in the interior and that 
the railroads would benefit from the hauling of manufactured 
articles that they would not get if the factories were driven to 
the seacoasts. 

Representative Crosser, of Ohio, remarked that the witness 
wanted the government to subsidize the barge lines and then, 
when they became profitable, to sell out to private interests. 
He indicated that he felt that if the government could build 
the service up to where it was profitable, it should stay in the 
business. Mr. Newton remarked there was opposition to the 
government being in the business. It was necessary, said he, 
for the government to get the business on its feet—that a pri- 
vate business, until the conditions outlined heretofore were 
established, could not buck the railroads. 

Representative Newton, of Minnesota, interjected to remark 
that examiners of the Commission had recommended against 
the establishment of joint barge and rail rates, but that the 
Commission, under section 500 of the transportation act, ordered 
the establishment of such rates. 

Mr. Lynde said there was a lack of certainty with respect 
to operation of the barge lines that had been a handicap and 
that it was desired that the intention of Congress be made plain. 

Mr. Lynde proposed an amendment to the Denison Dill 
whereby Congress would declare it to be its policy in further- 
ance of the national interest in the development of inland water 
transportation to continue the operation of the common carrier 


service on the Mississippi system of the Inland Waterways Cor- 
Poration until: 


1. There shall have been published and filed under the provisions 
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of the act to regulate commerce and acts amendatory thereof, and 
supplemental thereto, such tariffs with rail carriers as shall make 
generally available the economies of joint rail and water transporta- 


—, upon terms fair to both rail and water carriers and to the 
public. 


2. Until the channels of the Mississippi system shall be adequate 
for the conduct of water transportation. 

3. Until this corporation shall have procured the development of 
terminals adequate for joint rail and water service. 

Upon the request of the secretary of war, the Interstate Com- 
merce Commission shall initiate and conduct a public hearing at 
which interested persons may appear to determine whether the fore- 
going have been substantially accomplished and upon such determina- 
tion to prepare proposals for the adequate continuance of the joint 
rail and water service of the corporation by sale or lease of all or 
any part of the facilities then operated by the corporation. And_the 
secretary of war shall thereupon transmit such proposals to Con- 
gress with his recommendations thereon. 


Amendments also were proposed providing for extension of 
the barge services to the Missouri River, the Illinois River, in- 
cluding the Illinois waterway, the Hennepin Canal and the St. 
Croix River, which, together with the upper and lower Missis- 
sippi, should be deemed to be the Mississippi System; that 
operations should not be discontinued without approval of 
Congress; and for issuance of certificates of public convenience 
by the Commission for common carrier operation on navigable 
waterways of the Mississippi System and for orders requiring 
the rail lines to join with water carriers obtaining certificates 
in establishment of through routes and joint rates and the pre- 
scription of differentials between all-rail and joint rail-and- 
water rates. 

There was discussion as to whether or not the Commission 
should have anything to do with the matter of disposal of the 
lines. Representative Denison said his bill provided that the 
Secretary of War should report to Congress as to that and that 
Congress would determine whether the lines should be sold. 
He thought there was no use of having the Commission find a 
thing and then have Congress find it too. 

Mr. Lynde said the main object of those in the Mississippi 
Valley was that certain things be accomplished before the ques- 
tion of disposing of the lines was taken up. 

Representative Merritt, of Connecticut, thought that when 
it was left to Congress to get the government out of business, 
“we don’t get out.” 

Representative Wyant, of Pennsylvania, said the government 
developed the Monongahela River and that private capital had 
large fleets on that river. He wished to know if the govern- 
ment improved the rivers, why could not private capital oper- 
ate if such operation was a profitable investment. Mr. Lynde 
said he was discussing some of the legal aspects of the matter 
and that he preferred such questions be put to other witnesses. 
Later, Mr. Newton, of St. Louis, said the carriers on the Mo- 
nongahela were private carriers and that what was desired 
on the Mississippi system was common carrier service that, he 
contended, needed the help of the government until the condi- 
tions outlined had been established. 


Representative Wyant also wished to know how deficits 
would be met. Mr. Lynde had no definite information on that 
point. His thought was that while there had been losses on 
some of the operations, these had been more than offset by 
profits on other parts of the service. 

Mr. Haynes said the Chicago Association of Commerce was 
supporting the Denison bill as amended by the Mississippi Val- 
ley Association. He said there seemed to be the erroneous idea 
in some quarters that use of the inland waterways benefited only 
those on the waterways. He said the interchange of traffic 
between the barge lines and the railroads extended the benefits 
of the water service from the Alleghenies to the Rockies and 
from the Canadian border to the Gulf. Said he: 


The progress of the federal barge line is largely due to the 
interline tonnage handled jointly with the rail carriers, of which 
the industrial district of Chicago received and delivered more tonnage 
than any other district. 

On the Mississippi division during the calendar year 1925 the 
tonnage hauled was 910,755 tons, of which 60.4 per cent was joint 
with the rail lines. In 1926 the tonnage increased to 1,044,649 tons, 
57.8 per cent being joint with the railroads, and in 1927 a further 
pane rn to 1,237,452 tons, of which 51 per cent was joint with the rail 


ers. 

It will thus be seen that the tonnage having origin and des- 
tination on the Mississippi River is less than one-half of the ton- 
nage transported. 

The major portion of this tonnage was interchanged via St. 
Louis and Cairo, moving to every state between the Rock Mountains 
and the Niagara Frontier, including the southeast and southwestern 
states. A large Pacific Coast tonnage is interchanged with the 
steamships at Gulf ports, such as California canned foods and salmon 
from Puget Sound and Canadian ports. 

The equipment needs of the inland waterway service have not 
kept pace with the growing demands for its use, and with extension 
of joint rail and water rates, thus depriving the shippers of this 
cheaper form of transportation. 

During the past year far more tonnage was offered than fa- 
cilities could carry, resulting in widespread dissatisfaction and com- 
plaint as betweén shippers of allocating the space available. It was 
these complaints that led to the secretary of war on October 17, 1927, 
requesting the department of commerce to conduct a traffic survey 
to ascertain ‘‘present offerings of cargo and the necessities of in- 
crease of equipment of the Inland Waterways Corporation.” 

January 17, 1928, after a most intensive survey, including 
actually calling upon shippers from Minneapolis to New Orleans, 
including Chicago, there was available for Mississippi River barge 
transportation, equipment being ample and service satisfactory, 
6,995,424 tons. This amount of cargo presents a very significant 
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comparison to the tonnage transported by the barge line on _ this 
river in 1927. An independent survey made by the Chicago business 
interests some four years ago for the chief of army engineers, showed 
a large tonnage that could and would move via barge if service was 
available. At that time the tonnage available in the Chicago indus- 
trial district alone exceeded the total Mississippi division operation. 

The state of Illinois has announced that the five locks between 
Lockport and Utica (approximately 63 miles), will be completed in 
three years. Two are now completed, they being at Marseilles and 
Lockport, with 75 per cent of the work done at Starved Rock. Branden 
Road is under construction and work will soon start on the last 
lock, to be known as Dresden Island. 

The Lakes-to-the-Gulf waterway will then provide a channel 
suitable for common carrier operation and we are hopeful the 
federal barge line will be authorized to extend its service to Chicago 
until such time that private interests can take it over. 

The interior now and then must have this cheap form of car- 
riage to tidewater if the Mississippi Valley is to compete in world 
markets. Exports of grain and manufactured products, imports of 
Hawaiian pineapple, ores, sisal, coffee and many other commodities 
would move in large volume if facilities were available. 

The Panama Canal has dislocated the middle west industries in 
Pacific coast trade. Many manufacturers have withdrawn from the 
markets, as they could not absorb the freight allowance necessary 
to meet Atlantic seaboard competition. Others having eastern plants 
have transferred production to the economic loss of the interior. 

The disparity of rates can be illustrated by the coast to coast 
rate via the Panama Canal, on iron and steel being 30 cents, while 
the Chicago overland rate is $1. Similar spreads apply on-other com- 
modities. Some few shippers, where time in transit will permit, are 
actually using the all-rail routes from Wisconsin, Iowa, Illinois, In- 
diana, Michigan, etc., to New York, Philadelphia and Baltimore and 
thence via sea through the canal to Pacific coast points at a less total 
freight cost than direct rail shipment. 


When Mr. Rippin was testifying as to benefits accruing to 
grain exporters from operation of the barge line, Representative 


Cooper, of Ohio, wanted to know if substantial amounts of. 


traffic were taken by the barge lines from the railroads, what 
the effect would be on the rate structure of the railroads. Mr. 
Rippin said one might think that the revenues of the railroads 
would be reduced, but that it did not work that way. He said 
an analysis made by Mr. Coyle, of St. Louis, showed that the 
railroads paralleling the river did better with respect to vol- 
ume of traffic than other railroads. He said the railroads would 
not suffer in the long run—that river transportation would breed 
other traffic that the railroads would get. Mr. Cooper indicated 
by questions that he did not think that taking traffic away from 
the railroads would lower rail rates, about which people were 
now complaining on the ground that they were too high. Mr, 
Brookings testified as to benefits that he said accrued to grain 
exporters by reason of operation of the barge lines. Mr. Edgar 
said that with respect to Memphis, the desire was that assur- 
ance be given that the barge service would be continued so that 
that port would feel justified in keeping up and expanding its 
terminal facilities. 


Representative Burtness, of North Dakota, asked if the 
barge line from Memphis to New Orleans was a profitable under- 
taking, why Memphis should be worried as to the terminal ques- 
tion? He asked why not take the government out of the demon- 
stration on the lower part of the Mississippi and extend the 
demonstration to the north? He then asked how long would 
it be necessary for the government to operate the service from 
Memphis to New Orleans. 


“I would not like to hazard a guess,” replied Mr. Edgar. 


Representative Denison offered several amendments to his 
bill relating to discontinuance of service by the government 
when private operators established service or when the govern- 
ment sold or leased its facilities. He offered the following as a 
new section to the bill: 


Any person, firm, or corporation engaged or about to engage in 
conducting a common carrier service upon any of the navigable water- 
ways of the Mississippi River, its tributaries or connecting water- 
ways, may apply to the Interstate Commerce Commission and upon 
a hearing and a showing as required under section 1 of the act to 
regulate commerce, obtain a certificate of public convenience and 
necessity, and the Interstate Commerce Commission shall thereupon 
by order direct all connecting railroads and their connections to join 
with such water carrier in through routes and joint rates as provided 
in subsection 3 of section 15 of the act to regulate commerce as 
amended, and the Commission shall in such order fix reasonable 
differentials between all-rail and joint rail and water rates to apply 
until changed by order of the Commission: Provided, that if the 
Inland Waterways Corporation sells or leases its transportation fa- 
cilities or any part thereof to any person, firm, or corporation to 
be operated as a common carrier, it shall not be necessary for 
such person, firm, or corporation to apply to the Interstate Commerce 
Commission for such certificate of public convenience and necessity 
in order to operate the facilities so purchased or leased; and all 
through traffic arrangements and joint tariffs published by the Inland 
Waterways Corporation and filed with the Interstate Commerce Com- 
mission and concurred in by other ers, shall remain in full force 
and effect between such carriers and the person, firm, or corporation 
purchasing or leasing any part of the transportation facilities from 
the Inland Waterways Corporation and operating the same as com- 
mon carriers, until changed by order of the Commission. 


Barges operating between Minneapolis, Minn., and Yank- 


ton,.S. D., on the one hand, and Boston, Mass., on the other, . 


via the Mississippi River, intracoastal canals along the Gulf 
coast and the Atlantic seaboard part of the proposed Boston-Rio 
Grande canal, were pictured at a hearing March 28 before the 
Senate commerce committee on the Shipstead bill providing 
for an increase of $10,000,000 in the capitalization of the Inland 
Waterways Corporation. The delegation of Mississippi Valley 
witnesses, headed by former Representative Newton, of Mis- 
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souri, who appeared before the House committee, appeared be. 
fore the Senate committee on the Shipstead bill. 

After Mr. Newton had made a statement similar to that 
made before the House committee, Senator Simmons, of North 
Carolina, said what was proposed was ”a very fine scheme,” 
but he wished to know what the attitude of the Mississippj 
Valley would be with respect to establishment of government 
barge lines on the inland waterway from Boston to Beaufort, 
N. C., to be completed to Miami, Fla., and form a part of the 
Boston-Rio Grande canal. He wanted to know if the Mississippi 
Valley would support proposals for government barge line op. 
erations on the eastern canals. 

Mr. Newton said he favored meritorious waterways any- 
where—that all that was saved by water transportation was a 
profit to the public. He favored government operation on any 
waterway until conditions were established that would make it 
possible for private capital to operate successfully. 

Senator Simmons said operators on the eastern waterways 
that had been completed were having trouble in meeting the 
schemes to suppress water competition with the railroads. 

The statement was made repeatedly both before the Senate 
and House committees that inland waterway carriers could 
handle traffic at one-fifth of the cost of rail transportation. 

“We are 100 per cent for your waterway,” said Mr. Newton 
to Senator Simmons. 

Mr. Newton said inland waterway transportation was even 
cheaper than ocean transportation. He did not think Senator 
Simmons’ part of the country was in such desperate need of 
relief from high transportation charges as was the interior be- 
cause the eastern seaboard had the advantage of coastwise 
steamer service. Senator Simmons said the eastern inland 
waterway would not necessarily compete with the coastwise 
steamers. 

Senator Ransdell, of Louisiana, asked Mr. Newton whether 
his people would not like to see barges operating from Minne- 
apolis to Boston, and the answer was in the affirmative. It 
— was agreed that such operation would be a great 
thing. 

Senator Simmons wanted to see the Mississippi system 
linked with the Atlantic inland waterway system. 


The statement was reiterated that such water transporta- 
tion would not hurt the railroads. Mr. Newton said the govern- 
ment had aided the railroads in their pioneering days with land 
grants. He said only $10,000,000 was being asked for and that 
that would not provide equipment to carry the traffic that would 
be offered if there were enough equipment but that that was all 
that was asked. He said if the $10,000,000 were made available, 
it wouldn’t cost the government anything because the govern- 
ment lines would make a profit. Senator Hawes, of Missouri, 
who asked questions favorable to the barge line expansion idea, 
said the lines, when established on a sound basis, could be sold 
at a profit by the government. 


Senator Sackett, of Kentucky, asked if there was any limita- 
tion as to where barges would operate. Mr. Newton pointed out 
that the proposal was that the government should operate on 
the Mississippi, the Missouri, the Illinois waterway and the St. 
Croix River. 

“What’s the matter with the Ohio?” asked Senator Sackett. 

Mr. Newton said the Ohio had been included in the proposal, 
but that users of the Ohio River objected, saying they did not 
want government operation on that river. 

“Don’t they?” asked Senator Sackett, smiling. “I live on 
the Ohio.” 

The senator indicated that he had not been asked whether 
he wanted the government service on the Ohio. 


Senator Gould, of Maine, referring to the talk about the 
low cost of water transportation pioneered by the government, 
asked Mr. Lynde, of Chicago, if the government built a railroad 
and equipped it, at the request of some railroad. company, 
couldn’t such a railroad haul traffic cheaper than under existing 
railroad conditions. Mr. Lynde replied, “Unquestionably.” He 
said the railroads had been helped by the government—that the 
water lines needed government support until the channels were 
completed. Senator Gould thought it was a case of the advocates 
of the barge line expansion asking the government to provide the 
money for the barge lines and that then they would knock the 
railroads sky-high. This brought forth more statements about 
the railroads not being hurt by inland waterway service. Sen- 
ator Hawes said the railroads were not increasing their mileage 
and that the inland waterway service was necessary to meet 
increased traffic demands. 

Senator Simmons thought the proposal as to certificates of 
public convenience and necessity for private operators on the 
waterways would give the government barge lines a monopoly. 
Mr. Lynde thought the government was entitled to reasonable 
protection as to its barge lines. 

Senator Jones, chairman of the committee, with respect to 
statements that the barge line was making money, developed 
that interest was not taken into consideration in reaching the 
“profit” conclusions. 

Questions asked by members of the House committee on 
interstate and foreign commerce at an afternoon session on 


March 31 


March 28 
were mac 
transferri 
action by 
Commerc 
possible l 
the barge 

Whe! 
and St. C 
on the ' 
said ther 
pusiness, 
if those | 
authorize 
barge lit 
rates anc 
not toh 
parge lin 


agree as 
lieved C 
Rep! 
the witr 
to legislé 
departm 
Mr. 
Associat 
of the 1 
part of 
get legis 
“Vo 
believe 
this leg 
said Mr 
Mr. 
delay tl 
to prov: 
given di 
said he. 


Retr 
bill pro 
Inland | 
commit 
that an 
stration 
it woul 
thought 
as ther 
money. 
end to 
thought 

“Be 
pense,” 

Ge 
tion, te 
to the 
Depart: 
Chamb 
Chamb 
(Mo.) 
would 
barge | 
of aidi: 
had bu 
for rel 
to the 
lines ¢ 
Canadi 


Fr 
Traffic 
of Pul 
which 
of the 
to sho 
rail rs 
Propos 
Over 2 
theref 
encour 
tial w 
home 
saving 
from | 
hundr 
said n 

oy 
Carrie: 
agricu 





-¥ 


chat 
rth 
ne,” 
ippi 
ent 
ort, 
the 
ippi 


wny- 
Sa 
any 
> it 


ays 
the 


ate 
uld 


ton 


yen 
tor 
of 


ise 
ind 
ise 
ner 
ne- 


It 
eat 


em 


er 


he 
it, 
ad 
y; 
1g 
ie 
1€ 
re 
aS 


1€ 
ut 


ze 
et 


of 
1e 


le 


d 
e 


March 31, 1928 


March 28 on the Denison bill indicated that, unless provision 
were made in the proposed barge line expansion legislation for 
transferring the barge services to private operation, through 
action by the President, the Secretary of War, or the Interstate 
Commerce Commission, and not by Congress, it might not be 
possible to get a bill through Congress for additional funds for 
the barge lines. 

When George C. Lambert, chairman of the Upper Mississippi 
and St. Croix River Improvement Commission of Minnesota, was 
on the witness stand, Representative Newton, of Minnesota, 
said there was a feeling that, once the government engaged in 
pusiness, it was difficult to get it out. He asked the witness 
if those he represented would approve of legislation that would 
authorize the President or Secretary of War to dispose of the 
parge lines if and when the conditions as to channels, joint 
rates and terminals had been met, or whether they would prefer 
not to have legislation providing for additional funds for the 
parge lines if such a disposal provision were written in the law. 

“Why is Congress not to be trusted?” asked Mr. Lambert. 

Representative Newton said he was not saying that Con- 
gress was not to be trusted—that he was simply stating that it 
was the view of many that it would be difficult for Congress to 
agree as to terms of sale of the barge lines. Mr. Lambert be- 
lieved Congress should have the say as to disposal of the lines. 


Representative Mapes, of Michigan, said, as he understood 
the witness, his position was that he preferred no legislation 
to legislation that would vest the disposal power in the executive 
department. 

Mr. Mapes said he understood that the Mississippi Valley 
Association had pointed out in its literature that 60 per cent 
of the members of Congress came from states in the middle 
part of the country and that the association therefore should 
get legislation of benefit to the Mississippi Valley. 


“You want us to say to members of Congress who don’t 
believe in government operation that unless Congress passes 
this legislation without any limit, you don’t want it at all,” 
said Mr. Mapes. 


Mr. Lambert said he would say that a limitation would 
delay the transfer to private operation. .If Congress proposed 
to provide that the government service should terminate on a 
given date, “our position would be to forego the appropriation,” 
said he. 


Representative Wyant, of Pennsylvania, said that when the 
bill providing for the present capitalization of $5,000,000 for the 
Inland Waterways Corporation was under consideration by the 
committee, he had asked General Ashburn if he thought that 
that amount would be sufficient to carry through the demon- 
stration. He said General Ashburn had replied that he thought 
it would. Mr. Wyant said he asked that question with the 
thought in mind that there might be just such a development 
as there was now before the committee—a request for more 
money. He said the proposition was that there would be no 
end to requests for money to maintain the lines, and that he 
thought there should be some limit to “this kind of legislation.” 

“Bear in mind that this is an investment and not an ex- 
pense,” said Mr. Lambert. 


George J. Miller, of the Missouri River Navigation Associa- 
tion, testified as to the proposed extension of the barge service 
to the Missouri River, and referred to surveys made by the 
Department of Commerce and by C. E. Childe, of the Omaha 
Chamber of Commerce; Joseph H. Tedrow, of the Kansas City 
Chamber of Commerce, and W. H. Fitzpatrick, of the St. Joseph 
(Mo.) Chamber of Commercé, as to the volume of traffic that 
would be available for transportation on the Missouri River 
barge line. Mr. Miller thought that if the government, instead 
of aiding the railroads to build their roads through land grants, 
had built the railroads itself, “we would not have to be asking 
for relief through waterway transportation.” He had referred 
to the government-owned lines of Canada and the subsidized 
lines of that country and the transportation charges accorded 
Canadian agriculture. 


Frank B. Townsend, director of traffic of the Minneapolis 
Traffic Association, appearing also for the St. Paul Association 
of Public and Business Affairs, told of high freight rates to 
which the Twin Cities were subjected and of pending proposals 
of the rail lines to increase rates. He submitted rate exhibits 
to show the situation as to rail rates and comparisons of the 
rail rates and barge rates. The rail carriers, said he, were 
Proposing increases in class rates that in some instances were 
over 200 per cent. He said the people in his part of the country 
therefore felt that cheaper transportation in any form would 
encourage industrial growth, and would contribute in a substan- 
tial way to the prosperity of agriculture by creating a greaer 
home market for the excess producion of the farms. As to 
Savings under barge rates, he said the all-rail rate on wheat 
from Minneapolis to New Orleans for export was 35% cents a 
hundred pounds and that the barge rate was 14.8 cents. He later 
said no rail traffic was attracted by the rail rate. 

“We feel warranted in asserting,” said he, “that the rail 
Carriers will in the end profit by development of industry and 
agricultture in the northwest, which will be encouraged and 
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fostered through lower transportation costs afforded by the barge 
line service.” 

A. R. Ebi, of the John Deere Plow Co., of Moline, IIl., testi- 
fied as to advantages to shippers of agricultural implements 
resulting from operation of the barge lines. 

Representative Wyant wanted to know why it was that it 
was desired that Congress should have the say as to disposal 
of the lines rather than the Secretary of War or the Commis- 
sion. 

Mr. Ebi said he could not answer that question. 

“Isn’t it due to the fact that the army engineers and the 
Commission are hard boiled?” asked Mr. Wyant, adding that 
it would be more difficult to get Congress to act with respect 
to disposal of the lines than the War Department or the Com- 
mission. 

Mr. Ebi said he did not know about that, and Representative 
Newton remarked that perhaps he did not wish to call the 
Commission “hard boiled.” 

Representative Cooper, of Ohio, raised the question as to 
whether it was right for Congress to appropriate money for 
barge services that would give advantages in rates to some 
industrial centers with the result that there would be discrimi- 
nation against other industrial centers. Some of his colleagues 
remarked that he should vote as a statesman and not for his 
particular section. Mr. Cooper laughingly remarked that he had 
not observed that his colleagues had had any more nerve than 
he had in that respect. 

At the morning session before the Senate committee other 
witnesses heard in support of the Shipstead bill were P. M. 
Ripley, of the American Sugar Refining Company, J. F. Harahan, 
of the Colonial Sugar Company, John Petersen, chairman of 
the Minneapolis city council, J. D. Youmans, chairman of the 
Barge Line Users’ Committee, and Mr. Edgar and Mr. Brook- 
ings, who had appeared before the House committee. 

Theodore Brent, formerly traffic manager of the Inland 
Waterways Corporation, and now vice-president of the Redwood 
Line and transportation councilor of the waterways division of 
the state of Illinois and the waterways commission of Minne- 
sota, at the hearing before the House committee March 29, 
dwelt on the necessity as he saw it for expansion of the facil- 
ities of the government barge lines and emphasized the point 
that what was needed for ultimate success of the enterprise was 
assurance that the operations would be permanent. He also 
emphasized the necessity, as he saw it, for the general estab- 
lishment of joint rates between railroads and the barge lines. 
Under the amendments proposed by Representative Denison to 
the Denison bill he said the rail carriers would have to estab- 
lish joint rates with the barge lines. 


Mr. Brent believed that provision should be made for the 
Inland Waterways Corporation obtaining a certificate of public 
convenience and necessity from the Commission so that such 
certificate could be put before examiners of the Commission in 
cases where the barge line was seeking joint rates. He said 
the question always arose in such cases as to whether the barge 
service was necessary and he believed production of a cer- 
tificate from the Commission would take care of that. He ar- 
gued that the government lines could not be sold as a going 
concern unless they were adequately equipped and he said they 
were not so equipped now. He said one of the difficulties of 
the operation was that the lines could not take care of the 
traffic offered and that the result was lessened public confidence 
in the service. 


“What does it cost to transport freight on the lower Mis- 
sissippi under normal conditions?’ asked Representative Den- 
ison. 


Mr. Brent said the average cost on all traffic was about 
3.85 mills per ton-mile and that the earnings averaged around 
4 to 4.15 mills. 


On the lower Mississippi, said Mr. Brent, the barge line 
had met operating costs and depreciation and “turned back to 
the government 4 or 5 per cent on the authorized capital.” He 
was not asked as to the government having put considerably 
more in the enterprise than the “authorized capital,” which was 
taken to mean the $5,000,000 capitalization of the Inland Water- 
ways Corporation. 


Asked by Representative Burtness, of North Dakota, if the 
average cost of 3.85 mills per ton-mile included interest, Mr. 
Brent said it included the entire operating cost and depreciation 
but not interest. He said the balance was earnings on the 
stock. He said no interest was charged because no interest 
was paid to the government. 


Representative Denison asked as to “substantial savings” 
to the public resulting from the barge line operation. Mr. 
Brent said that on 349,000 tons of sugar there had been a sav- 
ing of $595,000, as compared with the rail charges. As to sav- 
ings to the farmers, he said there was a net saving of about 
5 cents a 100 pounds on wheat from St. Louis to New Orleans. 
He said the farmer received a part of that saving. He said 
the grain men in the past had bid for grain on the basis of the 
barge rate but that they were cured of that when they had 
accumulated grain on that basis and then found there were no 
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barges to move it, necessitating the payment of higher rail 
charges. 

Representative Denison asked if that was not due to ab- 
normal conditions but Mr. Brent said that the condition was 
there all the time—inadequate barge line equipment. 

Representative Shallenberger, of Nebraska, said those in 
his state were interested in getting cheaper rates through this 
legislation and referred to competition with the railroads. Mr. 
Brent said he did not put the barge line up as a competitor of 
the railroads but as an integral part of the transportation sys- 
tem. At another point he said railroads could not compete 
with the barge line because its costs were so low that any 
railroad that tried to meet its rates would go broke. 

Representative Newton developed from Mr. Brent the opin- 
ion that the Commission, with respect to certificates of public 
convenience and necessity, should have discretion only as to 
water lines—as to whether other water lines should be estab- 
lished—and not have any authority to consider whether rail 
service was such that water service was not needed. 

Representative Mapes, of Michigan, said he could not un- 
derstand just why the government barge line could get orders 
from the Commission for establishment of joint rates with the 
railroads any more readily than a privately operated barge line. 
Mr. Brent said the point was that the government could find 
money to live while the barge line was getting the joint rates 
established, while private capital would be dissipated while the 
effort to get the rates was in progress. 

In answer to questions by Representative Burtness, of 
North Dakota, with respect to proposals to restrict the mini- 
mum rate power of the Commission, Mr. Brent indicated he felt 
the Commission should have that power as to rail rates but not 
as to barge rates. 

Asked by Mr. Burtness whether provision should be made 
for sale of a part of the barge line system, Mr. Brent said the 
lower Mississippi service was the “earner” of the corporation 
and that if it were sold, the government would have to meet 
deficits incurred in bringing the other parts of the system to a 
paying basis. 


BARGE LINE EXTENSION 


Representative Andresen, of Minnesota, has introduced 
H. R. 12356, a bill authorizing and directing the Inland Water- 
ways Corporation to initiate water carriage on the St. Croix 
River and on the Minnesota River in the state of Minnesota, as 
soon as the channels in the rivers are improved to permit opera- 
tion of barges. 


BARGE LINE TRAFFIC AND “PROFITS” 


The lower Mississippi division of the government barge line 
carried in February the largest amount of tonnage ever carried 
in any one month—approximately 125,000 tons, according to a 
statement issued by the War Department. Of this, 70,800 tons 
were northbound and 54,200 tons were southbound. 

“The comptroller of the corporation in New Orleans, al- 
though he has not the definite figures yet, has estimated that 
this will represent a net profit to the lower Mississippi of ap- 
proximately $50,000, after deducing all operating expenses and 
depreciation,” said the department. 


MISSOURI RIVER BARGE LINE 


Secretary of War Davis has transmitted to Chairman Parker, 
of the House committee on interstate and foreign commerce, a 
report from Major General T. Q. Ashburn, of the Inland Water- 
ways Corporation, as to establishment of barge line service on 
the Missouri River. Mr. Parker asked for a report in connec- 
tion with H. R. 5685, a bill introduced by Representative Strong, 
of Kansas, providing for extension of the government barge 
lines to the Missouri River. 

General Ashburn said that the Chief of Engineers in his 
report for 1927 stated that “the Missouri River is notorious for 
instability of channel, shifting sand bars and shore accretions, 
and extensive erosion of its alluvial banks by swift, undercut- 
ting currents. Low water stages occur in the late fall and win- 
ter, succeeded by a secondary flood in April, and the usual June 
high water. Navigation is halted or seriously impeded, from 
three to five months, by ice and low stages.” 

The report of General Ashburn further stated that from 
Kansas City to the mouth of the Missouri River the distance 
was 398 miles, and from Kansas City to St. Louis, 415 miles, by 
water. It said the existing project provided for obtaining a 
permanent navigable channel with a minimum low water depth 
of 6 feet and a minimum channel width of 200 feet. 

General Ashburn said that in view of the Chief Engineer’s 
statement, the type of boats and barges adopted for use on the 
upper Mississippi probably would be well suited for the Missouri 
River. He said a fleet of six towboats and 80 barges, with 
auxiliary equipment, would cost, in round numbers, approxi- 
mately $3,000,000. He said a traffic sufvey showed potential 
tonnage of 3,729,437 tons on the lower Missouri from St. Louis 
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to Kansas City, and 4,715,918 tons on the upper Missouri, from 
Leavenworth to Yankton, S. D. 

General Ashburn said that Kansas City was a great rail 
center and that if the barge line were put on from Kansas City 
to St. Louis as a start, on the Missouri River, it was probable 
that joint rail-water rates, extending into the western sections 
of the states, could be negotiated. He said no attempt had been 
made to study the Missouri River beyond Kansas City for the 
reason that, while the existing project provided for obtaining 
a channel of 6 feet in depth and to conform to the character 
of improvement from Kansas City to the Mississippi River, the 
completion of the project seemed to be far enough away to 
warrant the belief that, when it was completed to Sioux City, 
conditions would have so changed that possibly an entirely new 
study would be necessary. 


GUARANTY RELIEF FOR WATER LINES 


Senator Bruce, of Maryland, has introduced in the Senate 
S. 3723, a bill to amend and reenact subdivision (a) of section 
209 of the transportation act. The bill is the same as that 
(H. R. 12177) introduced in the House by Representative Merritt. 
(See Traffic World, March 24.) 


NAVIGATION ON GREAT LAKES 


Senator Willis, of Ohio, has introduced S. 3784, a bill to 
amend section 1, rule 2, rule 3, subdivision (e), and rule 9 of 
an act to regulate navigation on the Great Lakes and their con- 
necting and tributary waters, enacted February 8, 1895, chapter 
64, Twenty-eighth Statutes at Large, section 645. The changes 
relate to provisions requiring exhibition of lights by vessels. 


SUEZ CANAL TRAFFIC 


All previous records for traffic passing through the Suez 
Canal were broken last year, says Consul John L. Bouchal, 
Port Said, Egypt, in a report made public by the Department 
of Commerce, summarized as follows: 


Ships passing through the canal broke records in number, net 
tonnage, cargo tonnage and toll receipts. Their number last year 
was 5,544 or 171 more than previous record in 1925; their net tonnage 
totaled 28,965,000 or 2,203,000 tons higher; their cargo tonnage 
amounted to 39,524,000 or 2,946,000 tons more and their toll receipts 
were valued at 208,650,000 gold francs or about 15,000,000 francs or 
$3,000,000 higher than ever before. 

American — however, showed a decline from the previous 
two years; in 1927 their number was 112 compared with 116 the 
previous year and 132 the year before that and their tonnage was 
682,844 tons compared with 709,666 tons the year previous and 711,803 
tons the year before that. 

Ships cleared from Port Said for United States and Philippine 
ports numbered 455 of which 89 were American, 231 British, 81 T- 
man, 30 Dutch, 13 Japanese, 5 Norwegian, 3 Spanish, and one each 
Greek, Danish and Italian. In addition 31 American ships cleared 
for a ports bring the total number of clearances from Port 
Said to 476. 

The average net tonnage of ships has increased from 3,774 tons 
in 1912 to 3,940 tons in 1914, to 4,902 tons in 1924, to 5,015 tons in 1926, 
5,233 tons in 1926, but dropped to 5,225 tons in 1927. The average daily 
transits numbered 15.19 (13.64 in 1926), and the average daily tolls 
reached 571,643 gold francs (511,380 in 1926). 


CAPE COD CANAL PURCHASE 


Preliminary approval of the title to the Cape Cod Canal 
and adjoining lands that are to pass to the government when 
the conditions of purchase have been effected, has been for- 
warded to the War Department by the Department of Justice, 
according to the latter department, which says: 


Now that preliminary approval has been given, there remain 
many details to be worked out before the final transfer of the title 
in this canal and adjoining lands to the government of the United 
States shall be accomplished. ‘This includes the recording of deeds, 
with the abstracts brought down to date, showing the payment of all 
taxes and liens, the discharge of all attachments, etc., and that 
nothing has been done to affect the title since the date of the pre- 
liminary approval. There is also to be accomplished in connection 
with this purchase by the government an accounting to be completed 
by the War Department concerning expenses and profits involved in 
the operation of the canal between certain dates; also, the working 
out of assurance that the six million dollars’ worth of bonds, which 
are ay of the consideration of the perenne. may be redeemed at 
par by the government, the interest thereon to be paid to a certain 
date; proof that the canal has been dredged to the agreed depth; also 
the passing of certain necessary votes by the corporations involved 
ae the execution of necessary deeds that are part of the 
ransaction. 


NICARAGUAN CANAL BILL 


Senator McKellar, of Tennessee, has introduced S, 3789, 4 
bill authorizing negotiations and providing for the construction, 
maintenance and operation of an interoceanic canal over Nica- 
raguan territory. He addressed the Senate on the need of 2 
new canal because, he said, the Panama Canal was becoming 
clogged with traffic. 


PANAMA CANAL BILL 
Representative Taylor, of Colorado, has introduced a joint 
resolution (No. 250) to change the name of the Panama Canal 
to the Roosevelt Canal, and to change the names of locks, lakes, 
dams and spillways in the canal zone. 
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MERICAN tradition boasts no 

more picturesque figure than 

the Kentucky colonel, exemplar of 

chivalry and hospitality and con- 

noisseur par excellence of the devas- 
tating “‘cuss word.” 


The colonel’s native heath is the 
great “blue grass” region of Ken- 
tucky, celebrated alike for its horses, 
the historic Derby, and the late 
lamented mint julep. 

So it is only fitting that a freight 
train traveling daily to Louisville 
should be known as “‘ The Colonel.” 
And that is the name of the big 
Pennsylvania carrier that takes a 
daily cargo of merchandise from 
Chicago to and through the Louis- 
ville gateway. 


A veteran of battles yet still 
spry as a young colt 


This “Colonel” of the steel rails is a 
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“Th 
© COLONEL” 


“THE COLONEL” is one of the most important trains in 


the great fleet of 61 named Pennsylvania freights that have set re- 
markable records for regularity and dependability of on time arrival 


at yo service, suh! 


veteran campaigner, but he’s still as 
lively as a young unbroken colt in 


Here are some of the other 
named Pennsylvania freight 
trains whose regular on 
time arrivals have earned 
them distinctive names: 


‘*THE RELIABLE’’ 
Perishable—Merchandise 
Chicago to Columbus 


‘‘*THE SALESMAN ’’ 
Merchandise 
Chicago to Buffalo 


‘*THE METEOR’’ 
Perishable— Merchandise 
Seaboard Cities to Cleveland 


‘“*THE VAMP”’ 
Merchandise 
Cincinnati to Chicago 





the way he gets freight regularly and 
dependably over the miles that sep- 
arate Chicago and Louisville. He’s 
as wideawake and on his toes as any 
Kentucky colonel off for the tracks 
to put just a “small one” on his 
favorite pony. 


General merchandise is carried by 
“The Colonel” and in the run to 
Louisville he gives Service with a 
capital S. Regular, reliable on time 
arrival is his habit—and all along 
the line this train is known to ship- 
pers of Southbound goods as one 
that keeps its schedule—rain, fog, 
hail or shine notwithstanding. 


The train crew and a host of men 
along the route are daily on the job 
to keep “‘The Colonel” on schedule. 
And to their cooperation is due the 
splendid record of on time perform- 
ance that this big Pennsylvania 
carrier has hung up. 


Carries more passengers, hauls more freight than any other railroad in America 
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MARINE LEGISLATION 


The Traffic World Washington Bureau 


Representative Abernethy, of North Carolina, a member of 
the House committee on merchant marine and fisheries, in re- 
marks in the House, said that unless there was some coordina- 
tion of opinion and some getting together by the various ele- 
ments, “all proclaiming a desire to have an adequate merchant 
marine, this session of Congress will adjourn without anything 
being done.” 

Mr. Abernethy referred to the Jones bill, passed by the 
Senate and the marine bills introduced in the House by Repre- 
sentatives White, of Maine, Wood of Indiana, and Wainwright, 
of New York. 

“The authors of these several bills,” said he, “all claim 
that they want a merchant marine, but the bills on the House 
side are diametrically opposed to the position of the Senate. 
There is an irreconcilable conflict and unless there is some get- 
ting together and concert of minds the result will be that at 
the end of this Congress there will be no legislation on this 
most important subject.” 

Mr. Abernethy expressed the opinion that a subsidy under 
some other name would not be approved by Congress and also 
that Congress would not enact legislation providing for scrap- 
ping of the government ships. He did think that “we can get 
together on the general purposes of the Jones act as interpreted 
by section 1 of the act of 1920, and I think we can get together 
further on the provisions in the House bills, that there should 
be liberal contracts given to vessels flying the American flag 
to carry mails across.the ocean. And I think we can get to- 
gether on the further idea that there should be liberal loans 
made to those who want to engage in building ships at curernt 
rates of interest allowed by the government. Those are the 
things we can get together on.” 

Mr. Abernethy discussed the subject of discrimination 
against American ships in the matter of insurance. He said 
the American companies writing insurance ought to be ashamed 
of themselves. 

The opinion was expressed by the speaker that the marine 
committee would report a bill to the House “which we can all 
get behind and that we can then in conference with the Senate 
reach an agreement and can place the American flag on the 
seas over a merchant marine the equal of any in the world.” 

Representative Reece, of Tennessee, in remarks in the 
House, emphasized the importance of having an adequate mer- 
chant marine from the point of view of national defense. He 
said he was in full sympathy and accord with the efforts of his 
colleagues “who seek to provide, by mail subventions, construc- 
tion loans, and other forms of indirect aid, that material sup- 
port which seems so necessary if our shipowners are to compete 
successfully with the mercantile marines of other nations. In 
my opinion these aids should be generously bestowed.” He said 
fellow members had almost without exception stressed the com- 
mercial importance of the merchant marine without, in his 
opinion, sufficiently stressing its value as a naval auxiliary. 

“I am for an American merchant marine,” said he. “I am 
not so much concerned whether it is privately owned, or pub- 
licly owned, so long as it is American owned. I think it is a 
laudable thing to have a merchant marine for peace-time com- 
merce with friendly nations, and a still more laudable thing to 
have a merchant marine for war-time defense against unfriendly 
nations. Let us not play fast and loose with the nation’s safety, 
whatever we may do about the country’s foreign trade.” 


OCEAN FREIGHT RATES 


The Trafic World New York Bureau 


No changes of significance have been noted ‘in the full cargo 
markets in the last week. From present prospects, the opening 
of navigation on the St. Lawrence will see charter rates on 
grain at about the same level prevailing when navigation was 
closed last fall. These rates represent the minimum at which 
shipowners are willing to place their vessels as an alternative 
to holding them idle, so that no reductions are to be expected. 
No vessels are being sent over in ballast to take traffic on this 
basis, with the result that shippers will find it necessary to 
contract for whatever ships are available at the time their 
orders are closed. It is evident that any change will be upward, 
but no increase is anticipated except in the event of a sharp 
expansion in demand for space. 

The list of fixtures in the last few days is relatively small. 
The grain market has been quiet, with a few charters at 14c 
per 100 pounds from Philadelphia, 14144c from Boston and Port- 
land, and 15c from St. John to the west coast of Italy. Two 
vessels have been closed for early April loading from the Gulf 
at 16c to Antwerp or Rotterdam and 17c to Hamburg or Bremen. 
South American coal shippers are still indicating $3 a ton to the 
River Plate, Rio or Santos, and $2.40 a ton to west Italy from 
Hampton Roads. Several sugar cargoes remain to be fixed from 
Cuba to the United Kingdom or Continent for the first half of 
April, and rates of 16s 6d to 18s 9d per ton are offered for 
vessels ranging in size from 7,500 to 3,000 tons, respectively. 
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Further lumber tonnage has been placed from the Gulf to the 
River Plate at $14.50 per 1,000 feet for April loading. Inquiries 
are being made for May shipments at equivalent rates. 

Shipowners are offering tonnage for August loadings from 
the Gulf to Antwerp-Rotterdam at 17c per 100 pounds. The 
current level of grain rates is as follows: From Montreal for 
May or June, 3s to 38s 144d to the United Kingdom, 13 to 13%c 
to Antwerp-Rotterdam, 13% to 14c to Hamburg-Bremen, and 16 
to 16%4c to the Mediterranean. 

Port Newark is to be included in the schedule of the Luck. 
enbach Line, beginning next Monday. The reason given by 
O. P. Caldwell, traffic manager of the line, is the increase in 
business in northern New Jersey, the handling of which is 
facilitated by the rail and ship connection afforded at the Port 
Newark terminal. The Newark Bay channel, he says, has been 
improved in the last year and the drawbridges are much easier 
to pass through than formerly. 

The Luckenbach Line will charge “A” line rates from the 
Newark terminal, although the Transmarine Line is in Class “B” 
of the Intercoastal Conference. 

Announcement is made by Walter J. Fitzgerald, general 
western agent of the American Shipping Company, that a reg- 
ular cargo steamship service between Milwaukee and the West 
Indies will be inaugurated this spring with vessels of a size 
suitable for movement through the canals between the Great 
Lakes and the St. Lawrence. Refrigerator service is planned. 
Aluminum ore is expected to be one of the principal items of 
the inbound cargo. Automobiles, iron and steel products, food 
and clothing are to be carried on the outward voyages. 

A resolution advocating the passage by. Congress of the 
pending amendment of the law of 1886 regulating the importa- 
tion of cigars into this country was adopted by the board of 
directors of the Maritime Exchange in order to facilitate the 
restoration of parcel post arrangements with Cuba. 

. Withdrawal of the North German Lloyd from the West 
India Transatlantic Steamship Lines’ Conference has been 
followed by a reduction in the rate on iron from Antwerp to 
Cuba to $3 a ton, and it is hinted that the rate may go still 
lower, if no agreement is reached. On the withdrawal of the 
Holland-America line from the conference in 1926 the Antwerp- 
Cuba rate on iron dropped from $5.50 to $4 and concessions from 
the $4 scale were granted on large contracts. On this basis, it 
was declared that the rates were unremunerative; accordingly, 
it is expected that an effort will be made to bring about some 
settlement’of differences in order that ruinous competition may 
be eliminated. Three lines are now operating in the conference 
and two outside of it. 

At the regular meeting of the Adriatic Black Sea and Levant 
and the West Coast of Italy Conferences, the following changes 
were made: 


Adriatic Black Sea and Levant—Can goods and dried fruit rates 
extended to April 30, 1929. Machinery, base ports $18 w/m. Agri- 
cultural implements rates extended through May 15, 1929. Automobile 
contracts for period April 15, 1928, extended to April 15, 1929. Piraeus, 
Salonica, Jaffa, Beirut, Constanza, 10 w/m up to three and one-half 
tons, $12 w/m over three and one-half and not exceeding five tons. 
Rates to out ports $14 w/m. 

West Coast of Italy—Autemobile tires and tubes, contract rate 
$14 w/m passenger, $13 w/m freight. Tariff rate $18 w/m passenger, 
$17 w/m freight. Machinery, tariff rate $20 w/m passenger, $18 w/m 
freight, west coast of Italy base ports. 


At the regular meeting of the River Plate and Brazil Con- 
ference, scrap rubber, used, was placed in fourth class. 

The Far East Conference at its last regular meeting adopted 
a rate of $7 per ton weight on caustic soda to base ports. 


RUBBER COMPANY MAY BID 


The Traffic World New York Bureau 


Cuincident with the Shipping Board’s decision to advertise 
the American West Africa Line for sale, it was learned in re- 
liable quarters in New York that the Firestone Rubber Company 
is among the list of those who will bid for this service. 

The Firestone interests have for more than a year been 
carrying on extensive experiments in the growing of rubber in 
Liberia and reports that they are interested in the acquisition 
of the Shipping Board’s service indicate that their plantations 
will soon begin production on a large scale. 

The company, with other American tire manufacturers, was 
forced to carry on experiments in producing rubber in order to 
break the British monopoly, which has been curtailing produc- 
tion to keep the prices of the raw product at a high level. 

If the Firestone plantations begin producing on a large 
scale the company, in the event of acquiring the American West 
Africa Line, will be in a still more fortunate position, inasmuch 
as it will not be affected by high steamship rates. In addition 
to rubber, other commodities’ would form an important part in 
the trade carried from West Africa to the United States. Out- 
ward bound, the ships could pick up general cargo to insure 4 
profitable voyage. Several large American industrial firms al- 
ready have proved the wisdom of controlling the ships in which 
their products move. 

That the Firestone company will not acquire the ships UD- 
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Bring your factory here and 
you'll save money. Land, 
ideal for industrial sites, is 
available at surprisingly low 
rates. You will then have at 
your very door—three trunk 


railroads, the best possible 


roads for motor truck haul- 
age, open and closed storage, 
and a completely modern 
Marine Terminal. 


We invite correspondence, 
but should particularly wel- 
come a personal interview. 
All inquiries will be held in 
strict confidence. Please 
address 


Charles H. Gant, Manager 
Wilmington Marine Terminal 
Wilmington, Delaware 


WILMINGTON 


on the Delaware 
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Of Course, 
You Are Coming 


to the 
15th National Foreign Trade 
Convention 


to be held at Houston on April 
25th, 26th and 27th of this year. 


REAL PROGRAM is outlined. 
You can’t afford to miss this 
convention. 


If you haven’t already been to 
Houston here is your opportunity 
to visit this thriving southern 
metropolis, and get first-hand 
knowledge of the wonderful fa- 
cilities the 


Port of Houston 


offers the shipper. 


At any rate, send for FREE copy 
of the 


PORT BOOK 


It’s interesting reading. 


Address 


DIRECTOR OF THE PORT 
5th floor, Courthouse 


HOUSTON” - TEXAS 








794 


less it is prepared to pay a high price for the tonnage is taken 
for granted. It was reported that the rubber company would 
be opposed in the bidding by W. F. Kenney, wealthy New York 
contractor; A. H. Bull & Co., present operators of the service; 
a group of New York shipping men headed by H. H. Raymond, 
chairman of the Agwi Line’s board of directors; J. Harry Phil- 
bin, former vice-president of the Merchant Fleet Corporation; 
and possibly the United States Steel Corporation. 

It is estimated that the ships may bring as high as $25 
a deadweight ton, though the board has sold tonnage in recent 
years for as little as $7.50 a deadweight ton. 


SALE OF WEST AFRICAN LINE 


The Shipping Board has approved the form of advertisement 
and specifications for the sale of the American West African 
Line, which is operated by A. H. Bull & Co., of New York, 
between New York and Gulf ports and the west coast of Africa. 
Bids will be received up to noon May 15. The line has. eleven 
vessels, aggregating 90,910 deadweight tons, of which not less 
than ten are to be sold. In a statement, the board said: 


Under the proposed sale the purchaser will guarantee the main- 
tenance of a minimum of nineteen round voyages, which approximate 
14,000 miles each, per year for a period of five years. Payment is to 
be made on the basis of 25 per cent down and the balance over a 
pees 7% years. Ten per cent of the down payment must accom- 
pany Ss. 

The first sailing of the West African Line was February, 1919, 
prior to which time there was no direct steamship service between 
the United States and the west African coast. p until then the 
majority of what American freight went to this territory was shipped 
via an English port... With the inauguration of this direct service, 
however, trade between the United States and West Africa has been 
greatly stimulated. In the year 1926, North Atlantic ports shipped 
to West Africa 254,700 tons and in return received 201,500 tons of 
cargo, while the gulf ports shipped 57,000 tons and received 17,000 
tons. In fact, the volume of our trade with these African ports is 
400 per cent more totes than it was in 1914. 

The ships of the est African Line were recently equipped with 
accommodations for a limited number of passengers. The cabins are 
all outside rooms with rates ranging from $100 to the Azores, $165 
to the Canaries and Cape Verde Islands and between $235 to $325 
to the African ports. 

The principal cargoes shipped by this line on outward voyages con- 
sist in coal, tobacco, petroleum, lumber and flour. The principal 
woe teens. cargoes are palm oil, cocoa, mahogany, copal, manganese 
and ivory. 





OCEAN AGREEMENTS APPROVED 


The Shipping Board has approved the following ocean 
conference agreements: 


An agreement of the American-Hawaiian Steamship Co. with the 
Kingsley Navigation Co., Ltd.: Arrangement covering movement of 
shipments on through bills of lading from -Vancouver and other 
British Columbian points of origin to Atlantic coast ports of call of 
the American-Hawaiian Steamship Company, transhipment San Fran- 
cisco. The through rates to be the combination of the local rates 
of the participating carriers, each to assume 50 per cent of the cost 
of transfer at San Francisco. Kingsley Navigation Company is to 
absorb inward and the American-Hawaiian to absorb outward state 
tolls at San Francisco. 

An agreement of the Panama Mail Steamship Co. with the Sac- 
ramento Navigation Co.: Arrangement covering through traffic be- 
tween Sacramento and Atlantic coast ports of call of the Panama 
Mail Steamship Company with transhipment at San Francisco. The 
through rates to be the local rates of the Panama Mail between San 
Francisco and Atlantic coast ports, plus special rates between San 
Francisco and Sacramento as shown. Through rates to include cost 
of transfer at San Francisco, the Panama Mail to absorb drayage 
charge of $1 per ton on lots of less than fifteen tons, while the 
Sacramento Navigation Co. will call at the docks of the intercoastal 


carrier for lots aggregating fifteen tons or more. All state tolls at 


San Francisco to be for account of cargo. 


SPLIT DELIVERY CASE 


The American Linseed Co., the American Linseed Co. of 
California, The Best Foods, Inc., and the Fanning Bread and 
Butter Pickle Co., Inc., have been permitted by the Shipping 
Board to intervene in opposition to the complaint in No. 45, the 
Associated Jobbers of Los Angeles vs. the Argonaut Steamship 
Line et al., known as the split delivery case. 

The board has also permitted the Brown Co., of Berlin, 
N. H., to intervene in opposition to the complaint. 


LINE TO CALL AT GALVESTON 


The Shipping Board has approved extension of the service 
of the Gulf Brazil River Plate Line to include the port of Gal- 
veston for outward cargoes on the basis of one sailing from 
that port each month. The line maintains regular services from 
Gulf ports to the east coast of South America and is operated 
by the Mississippi Shipping Company of New Orleans. 


PANAMA LINE SHIPS 


Protest against construction of two new ships by the Pan- 
ama Railroad Steamship Company has been made to the Ship- 
ping Board by the American Steamship Owners’ Association, on 
the ground that the government-owned and operated steamship 
line is competing with private lines and that use of two addi- 
tional ships would increase that competition. Bids have been 
received for the new ships, but action on them has not been 
taken. In Shipping Board circles the position is taken that 
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passenger requirements to and from the Panama Canal ZONe 
are being met by privately operated intercoastal lines. 
President Coolidge regards the Panama line as one pr. 
marily to be used in connection with operation and defense of 
the Panama Canal, although the line does do a commercia] 
business other than government business. The question o; 
whether the two new ships should be built is under consideration, 


SHIPPING STOVES UNCRATED 


Some time ago the transportation division of the Departmen 
of Commerce was called upon by an American stove-manufg. 
turing company for information as to how it might compete 
with foreign importers into Honduras, whose stoves were being 
shipped without any packing whatsoever and were thereby han. 
died at less expense than the American stoves, which were 
being exported in substantial wooden containers. The division 
took the matter up with Consul C. R. Taggart at Belize, who 
reported that cast-iron cook stoves imported into British Hop. 
duras from one European source were being shipped in the 
following manner: 


All detachable parts are placed in the oven, with straw 
tightly between and around them to prevent their shifting; Ry 
door is then wired securely shut. All hollow parts of the stove caused 
by the removal of the re are likewise filled with straw. Wherever 
there is a chance for the straw to work out, such as the long spaces 
left after removal of the lids, a narrow board of the proper length 
is inserted between the straw and the edges of the top frame. There 
is no crate or other protection of any kind for the outside of the stove. 


“Of the British stoves thus packed and shipped only about 
1 in 10 is broken or chipped, and these breaks are practically 
new, showing that they occurred in unloading at Belize,” says the 
department. “When shipped from England via New York stoves 
so packed with straw are almost all broken or damaged in 
some way. 

“Stoves imported into British Honduras from the United 


_States, when carefully crated and wired, are damaged the 


least of any.” 


VIOLATION OF COASTWISE LAWS 


In correspondence from the American Steamship Owners’ 
Association the attention of the Shipping Board has been di- 
rected to the proposal of two foreign steamship lines to trans- 
port passengers from Boston, New York, New Orleans, and 
Houston to Miami for the Shriners’ convention in May, in de- 
fiance of the coastwise laws of the United States, which pro- 
hibit the transportation in foreign ships of passengers or 
freight between ports of the United States, whether directly 
or indirectly, by way of a foreign port, according to a statement 
issued by the board, continuing as follows: 


The proposal as outlined by the Steamship Owners’ Association 
is that the Italian ship Presidente Wilson is advertising its intention 
to sail from New York to Miami, thence to Nassau, where the vessel 
would remain during the three or four days of the convention and 
then return to New York by way of Havana. The French line is 
planning to sail the steamship De LaSalle from New Orleans to Miami, 
where the vessel would remain during the convention and return to 
New Orleans by way of Havana. 

The board took up the matter and referred it to Vice-Chairman 
Plummer, directing him to take such action as he might deem neces- 
sary to forestall violations of our coastwise laws. 


PARCEL POST REGULATION 


In connection with the increased weight limit of 44 pounds 
applicable to parcel post packages to Switzerland, W. Irving 
Glover, second assistant Postmaster-General, has announced that 
the transit charges applicable to such packages will be as fol- 
lows: Parcels up to 2 pounds, 12 cents; 2 and up to 11 pounds, 
20 cents; over 11 and up to 22 pounds, 36 cents; over 22 and 
up to 33 pounds, 60 cents; over 33 and up to 44 pounds, 85 cents. 


PERSONAL INJURY BILL 


Senator Sheppard, of Texas, has introduced S. 3813, a bill 
to extend jurisdiction of United States courts over personal 
injury suits by employes of foreign vessels. 


CANADIAN TRANSPORTATION TEXTS 


The La Salle Extension University has issued two new 
study manuals dealing with Canadian transportation. Manual 
No. 51, Canadian Transportation Law and Regulation, prepared 
by Walter H. Kieffer, of the school staff, with the aid and 
advice of Prof. W. T. Jackman of the University of Toronto, 
W. R. Ingram, traffic manager, Swift Canadian Company, Ltd. 
and S. J. McLean, L.L.B., assistant chief commissioner of the 
Canadian Board of Railway Commissioners, outlines the laws 
under which carrier regulation is carried on in Canada and 
describes the organization and procedure of the Canadian board. 
Manual No. 60, Canadian Rates and Adjustments, also prepare 
by Mr. Kieffer, with the cooperation of G. C. Ransom, chairman, 
Canadian Freight Association, eastern lines, F. W. Thompso2, 
chairman, Canadian Freight Association, western lines, 42 
Alistair Fraser, K. C., commission counsel, Canadian National 
Railways, gives an extended outline of Canadian rate structures, 
both class and commodity. 
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HE SOUTH SHORE LINE is 

electrified connecting with the 
L, E. & W.. district of the N.. Y.. C. 
& St. L. Railroad at Michigan City, 
Ind.—Wabash Railroad at Gary, 
Ind.—E. J. & E. Railroad at Goff 
Jct. (Gary)—Indiana Harbor Belt 
at East Chicago, Ind—B. & O. 
C. T. Railroad at Hammond, Ind. 
—Belt Railroad of Chicago at Hege- 
wisch, Ill.—lIllinois Central Railroad 
and Pullman Railroad at Kensing- 
ton Station, Chicago. 


———e-———_ 


Traffic Department: 


CHICAGO—79 West Monroe St. 
Phone Central 8280 


Wm. Petersen, Traffic Manager 
Cc. L. Binger, A. G. F. A. 
W. R. Jones, Commercial Agent 
R. E. Frantz, Commercial Agent 
J. F. Kilnowitz, Trf. Rep. 
L. W. Hodgetts, Trf. Rep. 
F. M. Newman, Trf. Rep. 


SOUTH BEND, INDIANA— 
Michigan and La Salle Streets 
Phone 2-5764 
A. W. Oberfell, G. F. A. 
Frank Steffaniak, Trf. Rep. 


Ernest Irber, Gen. Agent, Minne- 
apol 
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ymbol 
of Service 


Due to its strategic position and direct con- 
nections with important arteries of Traffic 
between east and west, it has been able to make 


an enviable record of performance, achieve- 
ment and SERVICE. 


Through rates are published in principal 
tariffs and apply via principal railroads be- 
tween all important markets. 


Chicago South Shore 
& South Bend Railroad 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront — dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience * 
and wide knowledge will answer questions wien hed practical traffic 
problems. We do not desire to take the place of traffic man but to 
help him in his work. i . 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 


or that involves a situation too complex for the kind of investigation 
herein contemplated. 
Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D.C. 





Damages—Consequential 

IMinois—Question: We will appreciate your assistance if 
you can refer us to any decisions by either the courts or the 
Commission, referring to consequential damages resulting from 
damage to original shipments, wherein replacement was re- 
quired, and expense involved during the interim until the dam- 
aged article could be obtained and properly installed in the 
machinery or otherwise, which required it for completion. 

We have examined a number of your replies to questions, but 
failed to locate one that will assist us; therefore, would appre- 
ciate very much any reference that you may be able to supply 
us covering this very important proposition. 

Answer: With respect to this question, see West Construc- 
tion Company vs. S. A. L. (Tenn.), 210 S. W. 633; American 
Express Co. vs. Jennings (Miss.), 38 Sou. 374; Priestly vs. North- 
ern Indiana, etc., R. Co., 26 Ill. 205, 79 American Decisions 389; 
Coppersmith vs. Norfolk Southern, 113 S. E. 504; M. O. & G. 
Ry. Co. vs. Hazlett & Price, 128 Pac. 105. 

These cases hold that overhead expenses, for instance, labor 
hire, are not recoverable in the absence of notice to the carrier 
at the time the shipment is delivered that such damages will 
result from loss, injury, or delay to the shipment. 

Damages—Delay in Transit 

Michigan.—Question: On Page 50 of the January 7, 1928, 
issue of The Traffic World, the following question is asked by 
“Tllinois:” 


A carload shipment containing a commodity, subject to sale, de- 
pendable on market quotations, is due to arrive at destination on 
the first of the month and is delayed in transit by carriers, arriving 
on the second. Market declined 1 cent on the second, and because this 
is a speculative commodity, it is held at destination five days and is 
sold at a price 4 cents higher than that of the first. 

Because of the fact that the consignee held car for speculative 
purposes and realized a higher price for the commodity, does this 
relieve the carrier from the payment of claim for the one day decline 
in market from the first to the second If after the five-day period, 
the market declined 4 cents lower than that of the first, naturally 
the carriers would insist upon paying only for the decline of one day, 
and it would be my contention that they should take like action in 
this case. Am I correct? 


You gave the following answer: 


If during the negligent delay to a shipment the market price at 
destination increases it has been held that the shipper is not injured, 
and is not entitled to recover damages. 


This association is very much interested in this particular 
question and answer. I do not believe, however, that your 
answer in this case can be construed as an answer to the 
Illinois question. You state that if, during negligent delay to 
a shipment, the market price at destination increases it has 
been held that shipper is not injured. In this we agree with 
you. However, you will note that at the time this shipment 
moved the market declined during the negligent delay, and in- 
creased after arrival at destination. Do you think that claim- 
ants would be justified in recovering a claim for a 1 cent decline, 
which occurred during delay in transit, regardless of the fact 
that the shipment had been held for speculative purposes, and 
sold for more than the market value the date the shipment 
was actually due? Does not the McCaull-Dinsmore decision 
state that claimants are entitled to recover their measure of 
damage, based on the market value, date and time of arrival? 

Answer: Damages for delay in transit are to be based upon 
the difference in the market value of the goods at the time 
of delivery and the time when delivery should have been made 
had there been no unreasonable delay. 

Therefore, the subsequent disposition of the goods has no 
bearing upon the liability of the carrier for damages resulting 
from a decline in the market price between the date the goods 
should have arrived and the date the goods actually arrived, as- 
suming that there was unreasonable delay, for which the carrier 
is responsible. We can locate no case directly in point, but, in 
our opinion, the principle of the decision of the Supreme Court 
in New York Central R. Co. vs. Estill, 147 U. S. 591, is applicable 
thereto. 

Shipping—Application of Harter Act 

New York.—Question: We would like to have your inter- 

pretation of section 4 of the Harter act as follows: 
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Does the Harter act, which was approved July 1, 1893, apply 
to both vessels transporting merchandise or property from or 
between ports of the United States and foreign ports under 
foreign as well as American registry? 

Section 4 of this act provides as follows: 

That it shall be the duty of the owner or owners, master or 
agent of any vessels transporting merchandise or property from or 
between ports of the United States and foreign ports to issue to 
shippers of any lawful merchandise, a bill of lading or shipping 
document. e 

Section 5 provides for a penalty for a violation of any of 
the provisions of this act. 

If this act applies to the carriers referred to above, our 
interpretation is that the carrier is obliged to issue a bill of 
lading for the merchandise delivered to them to be transported 
via a particular vessel. That is, they should be made up by the 
steamship company, as well as furnished by them. It is cus. 
tomary for the steamship company to provide the shippers 
with the blank bill of lading, which the shippers make up and 
send to the steamship company to be signed. There is at least 
one steamship company that will not provide the blank bills of 
lading, making it necessary for the shipper to purchase same 
from a private printing concern. 

What we should like to know is, if the interpretation as 
above, is correct, cannot we insist on the steamship company 
furnishing us with bills of lading describing the number of 
packages delivered to them, which bills of lading are to be 
furnished and made up by them? : 

We shall also like to have you advise if this question has 
been brought up before, or has been the subject of litigation. 
If so, quote any court decisions with respect to same. 

Answer: The Harter act applies to a foreign vessel trans- 
porting merchandise from a foreign port to a port of the United 
States, as well as to vessels setting sail from American ports 
(The Scotland, 105 U. S. 24; The Silvia, 171 U. S. 462; The 
Germanic, 196 U. S. 589), and to acts done upon the high seas, 
as well as in the waters of the United States. The statute over. 
rides and nullifies stipulations in bills of lading that the vessel 
shall not be liable for negligence in the particulars specified, or 
that the law of the ship’s flag shall govern even in the case of 
goods shipped on a foreign vessel on a voyage from a foreign 
port to the United States. Knott vs. Botany Worsted Mills, 
179 U. S. 69; The Germanic, 196 U. S. 589. While we locate no 
cases so holding, it would appear that section 4 of the act 
makes it the duty of the steamship company to supply the ship- 
per with a bill of lading, this section stating, “that it shall be 
the duty of the owner or owners * * * to issue to shippers 
of any lawful merchandise, a bill of lading or shipping docv- 
ment.” 

See also in this connection, section 18 of the Shipping Act 
of 1916, providing: 


That every common carrier by water in interstate commerce shall 
establish, observe, and enforce just and reasonable rates, ‘fares, 
charges, classifications, and tariffs, and just and reasonable regula- 
tions and practices relating thereto and to the issuance, form and 
substance of tickets, receipts, and bills of lading, the manner and 
method of presenting, marking, packing and delivering property for 
transportation, the carrying of personal, sample and excess baggage, 
the facilities for transportation, and all other matters relating to 
or connected with the receiving, handling, transporting, storing or 
delivering of property. 


Routing and Misrouting—Rail and Water. Shipment 

New York.—Question: A bill of lading was issued by the 
X Railroad covering a less carload shipment from A, Virginia, 
destined to B, California, routed via X Railroad, care of Y Steam- 
ship Company, care of Z Steamship Company, Brooklyn, N. Y. 

There are no through rates via this route and charges were 
prepaid at A, Virginia, to New York, N. Y., the rate to New 
York being inserted on the bill of lading. 

Through error the Y Steamship Company delivered this 
shipment to the C Line at New York instead of to the Z Steam- 
ship Company. Freight charges based on a through rate in effect 
in connection with the C Line, which are higher than the com- 
bination rate in connection with the Z Steamship Company, were 
collected from consignee. 

The Y Steamship Company acknowledges its error but 
states it cannot legally refund to us the difference in freight 
charges and quotes Interstate Commerce Commission Conference 
Ruling No. 93. 

Rates are published from New York to San Francisco via 
the Z Steamship Company in tariffs issued by the United States 
Intercoastal Conference, but their tariffs are not filed with the 
Interstate Commerce Commission. 

What claim, if any, does the shipper have against the cal- 
rier making the error in not delivering the shipment to the co2- 
nection called for in the bill of lading?. . 

Answer: The Commission’s Conference Ruling No. 93 is 
applicable insofar as the liability of a carrier subject to the 
jurisdiction of the Commission is concerned, in this instance, 
the initial rail carrier. See also De Barry & Co. vs. L. W. R. R. 
Co., 18 I. C. C. 527. However, this conference ruling does not 
apply to a carrier by water not subject to the jurisdiction of the 
Interstate Commerce Commission. 

We can locate no case involving the liability of a steam 
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Providing the leisurely, luxurious oo and atmosphere of your living room 
at home .... . spacious and restful. 


Beautiful divans, roomy chairs that can be shifted around to suit, man-size ash trays 
that don't tip over easily, card tables, a library of current periodicals. Exhaust fans 
keep the air good. Thermostatic control keeps the temperature constant. 


There's a separate lounge room for ladies that is a symphony in pleasing colors 
blended in perfect taste. 


A glassed-in, dust-proof rear porch and a spotlessly white little buffet. 


The wonderful new cars are desiqned entirely for lounging purposes 
and are now in regular daily service on 


THE BLACK HAWK NEBRASKA LIMITED 


Lv. Chicago - - 6:30 p.m. Lv. Chicago - «+ 6:15 p.m. 
Ar. St. Paul = + «+ 7:00 a.m. Ar.Omahae « - 8:00 a.m. 
Ar. Minneapolis + 7:35 a.m. Ar. Lincoln «+ «+ 9:30 a.m. 



























Reservations - CTickets - CTravel Advice 
BURLINGTON TRAVEL BUREAU 
179 West Jackson St. Phone Wabash 4600 

S. J. Owens, General Agen, Chicago 
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ship company for misroute other than liability for deviation 
resulting in loss of or damage to the goods. The shipment in 
question apparently moved under a common arrangement for 
continuous carriage. See Southern Pac. Ownership of Atlantic 
Steamship Lines, 43 I. C. C. 168, 169, and Chrome Steel Works 
vs. N. Y. & N. J. S. S. Co., 51 I. C. C. 726. See also the Commis- 
sion’s Conference Rulings 66, 155 and 354, and In the Matter of 
Jurisdiction Over Water Carriers, 15 I. C. C. 205. Under tHese 
conference rulings it is the arrangement for continuous carriage 
which makes the traffic subject to the Interstate Commerce Act, 
requiring the publication and filing of rates covering such con- 
tinuous carriage with the Interstate Commerce Commission. 
Damages—Measure of—Injury to Goods 

Illinois—Question: Referring to your answer to “Illinois,” 
under the caption, “Damages—Measure of—Injury to Goods,” 
appearing in the March 10, 1928, issue of the Traffic World. 

We appreciate the point that you are stressing and that is 
that the carriers are not liable for “special damages” or for 
loss of profits by reason of failure to perform a special contract 
of which the railroad may not have received notice. 

This claim was not for special damages, or loss of profits, 
but is for a reasonable rental value of the machine for the time 
we were forced to be without its service by reason of the delay 
due to the damage. This question has been passed upon by the 
courts of our state some time ago, and we would refer you to 
the case of Priestly vs. R. R., 26 Ill. 206; and Railroad Co. vs. 
Wood, 189 Ill. 352. Both of these cases clearly establish the 
principle that the reasonable rental value of the damaged ma- 
chine is not classed as special damages and is collectible. Since 
the two above mentiened cases have been called to the attention 
of the railroad company, this claim has been paid in full. 

Are we not right as to the liability of the carriers in this 
matter? 

Answer: Under the decisions in West Construction Co. vs. 
S. A. L., 210 S. W. 638; C. R. I. & P. vs. Reid, 132 Pac. 812; 
Priestly vs. Northern Ind. & Chicago R. R., 79 Amer. Dec 369; 
American Express Co. vs. Jennings, 38 Sou. 374, the reasonable 
rental value of machinery is recoverable, such damages not being 
special damages. However, a penalty is not recoverable in the 
absence of notice to the carrier at the time of the delivery of 
the shipment for transportation. Simonds-Mayrant Co. vs. S. A. 
L., 207 Fed. 387. 


Transit—Transit Point and Final Destination in Same City Ter- 
minals but Different Stations 


Canada.—Question: A, B, C and D are four stations on a 
straight line running through a large town or city where B, 
and C are respectively the extreme western and the extreme east- 
ern terminal stations in such a city. Where a milling in transit 
tariff provides for milling at intermediate stations, will you 
please advise if, under the jurisdiction of the Interstate Com- 
merce Commission, transit would be denied at point B for re- 
forwarding to point C, by reason of the fact that the stop off 
point and final destination are both within the same group of 
city terminals, and this notwithstanding the fact that the tariff 
may make no provision by rule or exception to the general 
application of the transit tariff, that transit privilege will not 
apply where stop off point and final destination are both within 
the same group of terminals. Is there anything in the Interstate 
Commerce Act, or elsewhere, which would preclude station B 
from being regarded as a point intermediate to point C in the 
interpretation of the standard “long and short haul” or “inter- 
mediate stations” clause? It is our opinion that the full ben- 
efits of the “long and short haul” clause could not be denied the 
customary application merely because two stations are both 
within the same terminals of a city. 

For purpose of illustration, let us assume that the stop off 
charge is $5.00 per car, and that the rate from A to B is 20 cents, 
A to C 21 cents, and A to D 22 cents, and the distance between 
terminals B and C may be say, 10 miles, or a distance represent- 
ative of distances between country stations beyond the ter- 
minals. The local switching rate from B to C may be 4 cents. 
Would a shipper be forced to pay the sum of the local rates 
A to B 20 cents plus 4 cents, B to C, while the same shipment 
(say one of 60,000 pounds of lumber) could be made from A to B 
for 20 cents plus balance of through rate 2 cents from B to D 
plus the stop off charge? 

We have a case where it is insisted that B and C being 
terminals within X city, “transit” cannot be accorded at B 
station for reforwarding to C station “because when car had 
arrived at “B” station it had then arrived at its destination “X,” 
this argument being based on the fact that B and C are within 
the group of X City terminals. We know of no reason why 
distinct stations within a group of city terminals should be 
denied the regular benefits of intermediate application of rates. 

As we see it, the system of grouping a number of terminal 
stations located within city limits is nothing but a matter of 
convenience for carriers in construction of rates and is similar 
in every respect to rate-making under the basing point system, 
under which a certain number or all of the different stations 
within the city limits are given a common rate, and we fail to 
see how these different distinctive stations bearing as a rule, 
distinctive station names such as “33rd St.” or “Broad St.,” or 
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“Sunnyside,” could be denied the benefits of the “long and short 
haul” clause which denies higher rates for a shorter than for 
the longer distance over the same line or route in the same 
direction, the shorter being included within the longer distance, 
Nor can we see where a carrier gets any authority to make such 
an assertion as that, a car having arrived at “130th St.,” it has 
arrived at its destination “New York City,” and is not entitleg 
to “transit” and “reconsignment” to another station in New 
York City such as “33rd St.” or “St. John’s Park.” There jg, 
of course, no station called “New York” or “New York City.” 

Answer: A case directly in point, in our opinion, is I. &§, 
Docket 2294, 95 I. C. C. 154. Therein, respondent carriers pro. 
posed, by tariffs filed, to clarify the existing controversy that 
the transit arrangement would not apply when the final destina. 
tion was within the same switching district as the transit point, 
Prior thereto protestants contended that the transit would g 
apply and were upheld in their views by the Commission’s 
Bureau of Traffic. On page 156, the Commission said: 


Both protested charges are the direct result of a controversy 
between the respondents and one of the protestants as to what the 
existing tariffs authorized on shipments of poles originating on the 
Great Northern in the Pacific Northwest destined to Minneapolis for 
delivery on the tracks of the Chicago, Milwaukee & St. Paul, here- 
inafter called the Milwaukee, stopped for creosoting on lines other 
than the Milwaukee, and reshipped to a point in Minneapolis on the 
line of the Milwaukee intermediate to St. Louis Park. Respondents 
maintained that the tariffs do not authorize transit at one point in 
Minneapolis when the destination is another point in Minneapolis, 
claiming that such a shipment should be handled as a switching 
movement beyond the transit point and the applicable switching 
charges assessed. Protestant contends that the existing tariffs au- 
thorized transit at one point in Minneapolis and reshipment to an- 
other point in Minneapolis when routed over the Great Northern, 
Minnesota Transfer, and the Milwaukee. The question was submitted 
to our — of Traffic for interpretation and the protestant’s view 
was upheld. 


The Commission held that the proposed tariffs were not 
justified and at pages 157 and 158 of this decision said: 


The principal objection to the proposed exceptions is that joint 
rates are now and will continue to be in effect to points beyond 
the Twin Cities on the same basis as those to the Twin Cities under 
which dealers at the Twin Cities may reship to.those destinations 
without any additional charge except for transit. The additional 
service necessary, for example, on movements from Minneapolis to 
Mankato or to Duluth is obviously greater than on a movement from 
Minneapolis to Minnesota Transfer and thence to another point in 
Minneapolis. Respondents state that they intended the transit rules 
to apply only when the traffic was destined to points beyond the 
transit point to which the joint rates were higher than to the transit 
point. If the rules had been so worded the present controversy would 
never have arisen. The proposed exceptions, however, merely provide 
that the transit rules will not apply when both the transit point and 
the final destination are within the same general switching districts, 
while at the same time authorizing a further movement under the 
transit rules to points beyond taking the same rates as the transit 
point. The record shows that the Twin Cities rates apply at des- 
tinations ranging from 15 to 170 miles beyond those points. It is 
apparent that to restrict the transit rules in accordance with the 
original intention would result in fourth-section departures in many 
instances where the charges based on the sums of the inbound rates 
to the Twin Cities and the local or reshipping rates to destinations 
which are a considerable distance from the Twin Cities would be 
greater than on shipments receiving the benefit of transit privileges 
at the Twin Cities and moving out at the balances of joint rates 
from points of origin to destinations just beyond the points marking 
the dividing lines of the Twin Cities rates basis. Respondents might 
be justified in so restricting their transit rules as to exclude re- 
shipments to points within the switching limits of the transit station 
on the basis of the flat joint rates plus the transit charge. No reason 
appears why reshipments beyond such switching limits should be 
limited to destinations to which higher joint rates apply. 


Accordingly, the “long and short haul” rule must be adhered 
to even though the two stations are within the same terminals. 
See, also, Docket 18738, North Dakota Mill and Elevator Co. vs. 
Nor. Pac. Ry. Co., decided February 7, 1928 (mimeographed). 
Tariff Interpretation—Carrlage or Wagon Hardware—Explana- 

tion of Term 

California.—Question: Referring to your answer on page 
358 of the Traffic World of February 11, 1928, regarding rates 
in Item 3085, Transcontinental Freight Bureau Tariff 1-C, I. C. C. 
No. 1192, of H. G. Toll, Agent, published on “Hardware, Carriage 
or Wagon, N. O. S. in boxes.” 

We believe your interpretation is correct in so far as cal- 
riage or wagon irons is concerned, that commodity being also 
covered by Item 3085, and in view of the Grosjean Rice Milling 
Company case it would undoubtedly be proper to apply the rate 
published on carriage or wagon irons in Item 3085, Tariff 1-C, 
to such articles as are enumerated under those headings 02 
pages 467 and 468 of Consolidated Freight Classification No. 5. 

There remains, however, for consideration the commodity 
rates on “Hardware, carriage or wagon, N. O. S., in boxes, 
for which there is no corresponding description in the classifi: 
cation. Would this cover such articles as spring clips, brake 
rod adjusters, tail light brackets, grab handles, etc.? 

Answer: It is true, as you say, that the classification does 
not carry a description of “Hardware, carriage or Wwag0l, 
N. O. S.” In this connection, in the Grosjean case, at pase 
396, the Commission said: 


* * * * ‘The classification, therefore, throws no light upon = 
question of what commodities may be accorded the benefit of early 
applicable on cereal and cereala products. Where an article is cle the 
embraced within a generic commodity designation, and neither 
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“A Good Story 
about the ERIE” 


A great eastern bank, about to move into a new home, 
announced its opening for a certain day. 


One hitch after another threatened the whole program. 
The bucks were passed all around and one con- 
tractor found himself holding the bag. 


But he knew where to come for action. 


Working his men nights and Sunday, he loaded and 


shipped his materials on the Erie. 
You see the end of the story already! 


The Erie delivered the materials ahead of schedule. 
The big bank opened as planned. 


Everybody wrote nice letters and said: 


“The Erie saved the day for us.” 
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tariff nar governing classification discloses a contrary intention, we 
have found the commodity rate applicable * * *. 


In other words, where neither the tariff nor classification 
throws any light on the subject, it becomes a question of fact 
as to whether or not your article is included in the generic 
commodity description. 

We do not locate a case in point; however, it is our view 
that the term, “Hardware, carriage or wagon, N. O. S.,” will 
not include Automobile Parts. This for the reason that we do 
not think an automobile is within the meaning of the term 
“Carriage or Wagon.” If, therefore, the articles you mention 
are, as a matter of fact, automobile parts, and we presume they 
are, the term in question will not, in our opinion, cover them. 

On the other hand, note that item 3085 is not in itself 
restricted to “Carriage or Wagon Hardware,” but reads only 
“Hardware.” Then observe the description reading “clips, axle, 
spring or single tree.” This is not restricted to “Carriage or 
Wagon,” so it appears you are entitled to this rating on the 
spring clips, at least from the description given. 

Limitation of Actions—Construction of Paragraph 3 of Section 
16 of Act as Amended June 7, 1924 

Illinois —Question: Please refer to page 680 of The Traffic 
World of March 17, 1928, covering your answer to “Tennessee’s” 
question as to whether the carriers are relieved of liability 
because of holding a claim for overcharge in your files beyond 
the three-year period. We notice that you quote the Supreme 
Court’s ruling in the K. C. S. vs. Harry B. Wolf case as author- 
ity for the carriers to decline payment. 

It is our understanding that the amendment of June 7, 1924, 
to section 16 of the act provides that such claims may be filed 
directly with the carriers within three years from the date of 
delivery or tender of delivery of the shipments involved. Such 
filing with the carrier stays the running of the statute of limi- 
tations and it is not necessary to file them with the Commission 
unless and until the carrier declines in writing to make adjust- 
ment. In that event the complainant has six months from the 
date notice in writing is given by the carrier. 

Answer: See, with respect to this question, the Commis- 
sion’s opinion in American Splint Corporation vs. Canadian 
Pacific, 109 I. C. C. 170. The Commission, in this case, said: 


The shipments were delivered during March and April, 1920, at 
which time the statutory period for filing complaints with us covering 
overcharges claims was two years. Subsequently paragraphs (3) of 
section 16 of the act was amended June 7, 1924, to provide that com- 
plaints filed with us for the recovery of overcharges, where the 
cause of action accrued after March 1, 1920, shall not be deemed 
to be barred if such complaints shall have been filed prior to June 7, 
1924, or within six months thereafter. On July 28, 1925, in conse- 
quence of inquiries as to the effect of the decision rendered June 8, 
1925, by the Supreme Court of the United States in Danzer Co. vs. 
Gulf R. ; * U. S. 633, we adopted a conference ruling to the 
effect that claims which were barred by statute at or prior to the date 
of the amendment of June 7, 1924, could not be revived. 


We find that this complaiant is barred by the statute of limi- 


tations. The complaint will be dismissed. 


The two-year period of limitation having expired in May, 
1923, prior to the amendment of paragraph 3 of section 16 of 
the act of June 7, 1924, a consideration of the claim by the 
Commission with respect thereto is, in accordance with the 
findings of the Commission in the above referred to case, barred 
at the present time. 


Penalty for Misdating of Bill of Lading 
Pennsylvania.—-Question: Has there been any Interstate 
Commerce Commission or court decision relative to liability of 
a shipper for furnishing shipping instructions (or bills of lading) 
dated prior to the date upon which shipment was loaded into 
a car and ready to move forward? 
Answer: Section 41 of the bills of lading act provides that: 


Any person who, knowingly, or within intent to defraud * * * 
issues or aids in issuing or procuring the issue of, or negotiates or 
transfers for value, a bill which contains a false statement as to the 
receipt of the goods, or as to any other matter, * * * shall be 
guilty of a misdemeanor, and upon conviction shall be punished for 
each offense by imprisonment not exceeding five years, or by a fine 
not exceeding $5,000, or both 


It would appear that this provision of the bills of lading 
act is applicable to the misdating of a bill of lading by a shipper, 
although we locate no cases so holding. See, however, Browne 
vs. Union Pacific Railroad Company, 267 U. S. 255. 


JOINT CLAIM CONFERENCE 


The sixth joint conference between the Detroit and Toledo 
chambers of commerce claim and claim prevention committees 
and representatives of railroads serving these points was held 
at Detroit last week. 

The railroads, reporting on the result of their study at De- 
troit and Toledo, stated that shippers at these points were close 
observers of packing regulations to protect their shipments in 
transit and few cases had developed of inefficient packing or 
marking. The shipper committee in turn stated that investiga- 
tion of the freight handling facilities of the carriers enabled 
them to report that careful attention apparently was being given 
to the stowage and bracing of less-than-carload shipments at 
Detroit and Toledo, though on inbound cars there was some 
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evidence that similar care was not taken at other transfer points 
loading to Detroit. 

In order to give the situation closer study, arrangements 
were made to hold conferences between the local freight agents 
and the shipper committee, particularly for the purpose of 
determining the extent to which deliveries by shippers to the 
carriers late in the day result in hurried handling by carrier,’ 
employes, and determine methods of adopting corrective meas. 
ures where possible. 

The carriers submitted a negative report on the suggestion 
made by the shipper committee at the joint conference last 
October on the feasibility of a plan of arbitrating disputes be. 
tween carriers’ claim agents and shippers arising from inability 
to reach an agreement as to the basis for settlement of a claim, 
The report set forth the many complexities which the carriers 
felt hindered the adoption of arbitration methods in railroad 
claim payments. The shippers stated, however, that, in their 
opinion, the obstacles were not so great as to be impossible to 
overcome. It was, therefore, agreed that the shippers’ group 
would give the carriers’ report consideration and submit at the 
next joint conference further reasons why arbitration methods 
should be employed. 

Considerable discussion took place on the question of re. 
sponsibility of shippers and carriers in the experimental period 
when new methods of protecting carload shipments were being 
tried out, particularly the unit method of packing which has 
become popular with the shippers of several commodities sus- 
ceptible to this method. No definite conclusions were reached, 
owing to the diversity of features involved, but it was agreed 
that a better understanding of each other’s problems by the 
carriers and shippers present resulted from the discussion. 

Other subjects considered related to the inspections made 
by carrier representatives of concealed loss and damage of 
less-than-carload shipments and the general inspection on car- 
load shipments and the distribution of circulars from authori- 
tative sources, such as those of the Department of Commerce, 
relating to better packing methods. E. A. Parkin, division 
freight claim agent of the Pennsylvania, Chicago, presented a 
paper relating to the causes for concealed loss and damage. It 
presented the viewpoint of the freight claim agents and will 
be the basis for the consideration of some of the matters to 
be taken up through the joint conference. 

G. F. Wheeler, freight claim agent of the Michigan Central 
and chairman of the Detroit-Toledo Terminal Committee of the 
Chicago Claim Conference, presided. H. D. Fenske, of the De- 
troit Board of Commerce, was elected to act as secretary of 
this and future joint conferences to be held at 90-day intervals. 

Those in attendance were: F. J. Armstrong, U. S. Radiator 
Corp.; F. J. Pillsbury, Berry Brothers; R. G. Brown, J. L. Hud- 
son Company; F. E. Reeves, Detroit Coal Exchange; N. B. Green, 
Detroit Chemical Works; R. W. Brown, Great A. & P. Tea 
Company; J. G. Munro, Commercial Milling Company; BE. J. 
Klebba, Ford Motor Company; L. G. Macomber and H. D. Fenske, 
Detroit Board of Commerce, all representing the Detroit com- 
mittee; L. D. Baughman, Toledo Scale Company; Clare B. Tefft, 
Toledo Chamber of Commerce; W. J. Chisholm, Woolson Spice 
Company; and D. Desmond, Libbey Glass Mfg. Company, rep- 
resenting the Toledo committee; and F. L. Charles, Baltimore 
& Ohio, Cincinnati; G. A. Miller, Detroit & Toledo Shore Line, 
Toledo; R. W. Thompson, C. W. Keeney and A. R. Patterson, 
Detroit United Lines; L. R. Flanders, C. H. Allen, 
Walter Howard, and Earl A. Mason, Grand Trunk Railway; 
I. James, Hocking Valley, Columbus, O.; G. F. Wheeler, F. B. 
McIlvaine, J. Jensen, W. H. Navarre and F. W. Ruppel, Michigan 
Central; Joseph Reinlein, H. J. Holton, Detroit; G. L. Fredrick, 
J. C. Napp and C. A. Shepard, Toledo, New York Central Lines; 
Wm. Greenleaf, Nickel Plate, Cleveland; W. H. Walker, Detroit, 
Geo. A. Dennis, G. W. Dennison, Toledo, E. A. Parkin and E. C. 
Tivella, Chicago, Pennsylvania Railroad; W. P. Wiese, Detroit, 
W. F. Barnard and Orville O. Goddard, St. Louis, Wabash Rail- 
way, representing the carriers. 


WAGE STATISTICS 

Compensation paid to employes of Class I railroads in 1927 
amounted to $2,910,944,914, according to a consolidation of the 
twelve monthly summaries of wage statistics issued in 1927, 
with certain minor changes, prepared by the bureau of statistics 
of the Commission. 

For the year 1927 the average number of employes—the 
average of the twelve monthly counts—was 1,760,999, a decrease 
of 44,781, or 2.5 per cent, compared with the returns for 1926. 

The bureau said the decline in employment in 1927, as com- 
pared with 1926, was much larger near the end of the year than 
in the earlier months. 

The total compensation showed a decrease of $37,230,561, oF 
1.2 per cent, as compared with 1926. 

The average straight-time hourly earnings for all employes 
reported on the hourly basis increased from 58.7 to 59.8 cents. 
This change in straight-time earnings, which is slightly offset 
by small decreases in the percentage of overtime, and the av 
erage number of hours worked per employe, accounts for the 
difference in the percentage decreases in the number of em 
ployes and compensation, according to the bureau. 
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Personal Notes 


, oe: 


Thomas L. Faulkner has been appointed commercial agent 
for the Chicago & Eastern Illinois, at Tulsa, Okla., to succeed 
Mack Hulse, who resigned. 

G. O. Sheldon, after 27 years of service with the Clyde and 
Mallory steamship lines, has retired from the position of New 
England agent, and that position has been abolished. J. A. 
Collins, port agent, has been promoted to general agent, with 
offices at Boston. 

L. A. Behrle, formerly assistant general freight agent for 
the Chicago & Alton, has been appointed general traffic man- 
ager for the Chicago Gravel Company, at Chicago. 

Phineas B. Lacy, for the last year assistant treasurer of 
the Northern Pacific, has been elected treasurer of that road, 
succeeding Horace A. Clifford. Mr. Lacy has been with the 
Northern Pacific since 1905, when he entered its service as a 
clerk in the land department. Mr. Clifford is retiring at the 
age of 70, after 45 years of service with the Northern Pacific. 
He entered the service of that road in 1883 as a clerk in the 
treasurer’s office and has been its treasurer since 1920. 

T. B. Willard and C. E. Hanna have been appointed Chi- 
cago representatives for the Continental Terminals, Inc., of New 
York, which operates cold storage and general merchandise 
warehouses at Detroit, Mich., Cleveland, O., Albany, N. Y., and 
Scranton, Pa. = 

Tom McGill, formerly commercial agent for the Union Pa- 
cific at Chicago, is now assistant manager of the Hotel Manx, at 
San Francisco, paying special attention to the needs of con- 
ventions and tourists. 

The Baltimore & Ohio has appointed W. J. Honan its for- 
eign freight agent, and J. W. Lee, assistant foreign freight agent, 
at New York City. 

L. C. Bihler, traffic manager for the Carnegie Steel Com- 
pany at Pittsburgh, has announced the appointment of W. S. 
Guy as first assistant traffic manager and G. W. Seaman and 
Cc. W. Trust as assistant traffic managers. 


The Missouri Pacific has announced the following appoint- 
ments: I. M. Bell, assistant traffic manager, J. E. Bailey, gen- 
eral freight agent, and W. J. Schill, assistant general freight 
agent, all at Houston, Tex. 


The Universal Carloading and Distributing Company, owned 
by the United States Freight Company, announces the following 
appointments: A. H. Bockstahler, formerly general auditor, is 
promoted to comptroller, with headquarters at New York; A. R. 
Miller, formerly office manager at Chicago, is promoted to gen- 
eral auditor, with headquarters at New York; H. F. Snure, for- 
merly manager at St. Louis, is promoted to manager at Detroit; 
A. W. Miller, formerly general agent at Detroit, is promoted to 
assistant general freight agent at Detroit; E. S. Van Tassell, 
formerly district manager of the Connecticut territory, is pro- 
moted to manager at St. Louis; L. P. Ashley, formerly assistant 
general freight agent of the Connecticut territory, is promoted 
to district manager of the Connecticut territory, with head- 
quarters at New Haven; D. J. Martin, formerly superintendent of 
the Connecticut territory, is promoted to division superintend- 
ent, with headquarters at Buffalo, N. Y., with jurisdiction over 
operating matters at Buffalo, Rochester, Syracuse, N. Y., Erie, 
Pa., and Cleveland, O.; J. Bugliari is appointed manager of the 
New Jersey territory, with headquarters at Newark, N. J.; A. O. 
Curth, formerly commercial agent at New York, is promoted to 
assistant general freight agent at Newark, N. J. The Universal 
Carloading and Distributing Company of Texas, Inc., announces 
that Fred L. Booth has been appointed manager, with headquar- 
ters at Waco, Tex. The Nicholson Universal Steamship Company 
(owned by United States Freight Company) announces that 
W. A. Winbaugh is appointed assistant freight traffic manager, 
with headquarters at Detroit. The Universal Transcontinental 
Freight Service, operated by the Universal Carloading and Dis- 
tributing Company, announces that H. I. Lathrop is appointed 
manager of the Universal Transcontinental Freight Service at 
Detroit; W. F. Storer is appointed assistant general freight 
agent at San Francisco; George Wagner is appointed manager 
at Oakland, Calif.; P. R. Howard is appointed general agent, 
with headquarters at Cincinnati; J. A. Andrews is appointed 
general agent, with headquarters at New York; M. M. Brooks 
is appointed general freight agent, with headquarters at Chi- 
cago; A. J. Hamilton is appointed manager at Seattle; S. I. 
Cooper is appointed assistant general freight agent at Denver; 
A. H. Kraft is appointed manager at Denver; W. J. Dill is ap- 
pointed manager at Portland, Ore.; W. E. Brochon is appointed 
general eastern manager of the Universal Transcontinental 
Freight Service, with headquarters at Chicago; H. J. Brown 
is appointed manager at Salt Lake City; J. F. Finegan is ap- 
pointed general agent, with headquarters at Cleveland; J. W. 
Stretch is appointed manager at San Francisco; J. P. Carson 
is appointed general agent, with headquarters at Philadelphia; 
F. P. McInerney is appointed manager of the Universal Trans- 
continental Freight Service at Chicago; D. P. White is appointed 
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general western manager of the Universal Transcontinental 
Freight Service, with headquarters at San Francisco; O. J. 
Rentschler is appointed manager at Los Angeles. 

R. I. Pierce has resigned as secretary and traffic manager 
of the Terre Haute Chamber of Commerce, effective April 21, 
to become secretary and traffic manager of the Manufacturers’ 
Association of Chicago Heights, Ill. He has had twenty-one 
years of railroad, industrial, and commercial traffic experience. 
He is a member of the committee on rate construction and tariffs 
of the National Industrial Traffic League, chairman of the freight 
and traffic committee of the Indiana State Chamber of Com- 
merce, and a member of the executive committee of the Mid- 
West Regional Advisory Board. He has been connected with 
the Terre Haute Chamber of Commerce for the last six years, 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Kalamazoo entertained 135 guests at 
an American Railway Express Night at the Hotel Columbia, 
March 20. E. H. Stevens, superintendent of the claims division 
of the express company at Detroit, spoke on “The Express Busi- 
ness of the Past, Today and Tomorrow.” T. G. Hives, super- 
intendent at Detroit, was toastmaster. General Manager G. T. 
Carlin, of Cleveland, spoke briefly. Forty-five representatives 
of the American Express Company, from various parts of Michi- 
gan, attended. 





The Junion Traffic Club of St. Louis will have a dinner and 
meeting at the Warwick Hotel April 3. In addition to the reg- 
ular business, several changes in the by-laws and constitution 
will be considered. The club is laying plans for an intensive 
membership campaign. 





Officers of the Pittsburgh Passenger Club were installed 
at a meeting at the Chatham Hotel March 24. Dinner and a 
program of musical and vaudeville numbers followed. The new 
officers are as follows: President, John D. Carter, Union Pacific 
system; vice-president, S. H. McLean, Southern Railway; treas- 
urer, S. W. Sankey, New York Central lines; .secretary, L. A. 
Charlier, Seaboard Air Line; executive committeemen, T. E. 
Smith, J. J. Doyle, R. C. DeHaven, K. V. Henderson, Clyde Bar- 
ton, H. F. Starke, Edward Emery. 





Dr. Charles Hadden Smith, Moscow’s representative of the 
Russian-American Chamber of Commerce, was the principal 
speaker at a joint luncheon of the Traffic Club of Memphis and 
the Memphis Chamber of Commerce at the Gayoso Hotel March 
26. Mr. Smith spoke on the Russian situation. A. Lane Cricher, 
assistant director of the United States Bureau of Commerce, 
was present and held a meeting of interested exporters, to 
consider the proposed uniform export through bill of lading, 
immediately after the luncheon. 





Judge Grier M. Orr was the speaker at the weekly luncheon 
of the Transportation Club of St. Paul at the St. Paul Hotel 
March 27. The club held the first of a series of evening edu- 
cational meetings at the Great Northern cafeteria March 29. 
The subject discussed was “Motor Truck Transportation.” 





The following officers were elected at the annual meeting 
of the Trenton Traffic Club, held at the Hotel Sterling, March 
20: President, Harry Schnell; vice-president, C. W. Mack; 
treasurer, Thomas F.. Rogers; secretary, G. E. Mace. The elec- 
tion was followed by entertainment and the showing of motion 
pictures of railroad operations and scenery. 





At the meeting of the San Antonio Traffic Club, held March 
19, the entertainment was presented by Roy Strong, in behalf 
of the Merchants’ Transfer Company. It included several pro- 
fessional vaudeville acts. The next meeting of the club will 
be held at the Y. M. C. A., at noon, March 26. Another meeting, 
known as Southern Pacific Day, was held at the Y. M. C. A. 
March 26. A number of the officials of the company were pres- 
ent, together with the Southern Pacific glee club of sixteen 
members. 





J. D. Beeler was elected the club’s delegate at the San 
Francisco meeting of the Associated Traffic Clubs of America, at 
a meeting of the Transportation Club of Evansville, held at the 
Chamber of Commerce March 21. Motion pictures, furnished 
by the United Fruit Company, were displayed. The third of 
the club’s traffic study nights was held March 30 in the rooms 
of the Chamber of Commerce. The meeting of April 18 has been 
designated as ladies’ night. 





The meeting of the Junior Traffic Club of Chicago, to be 
held at the Palmer House April 5, will be B. & O. night. Motion 
pictures of the Fair of the Iron Horse will be shown. 





Dr. Frederick W. Bailes, psychologist, and Jack Arnold, of 
the Public Service Company of Oklahoma, were the speakers 
at the meeting of the Traffic Club of Tulsa at the Mayo Hotel 
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March 27. The entertainment, in charge of J. T. Paris, general 
agent of the C. & E. I, included a male quartette. Several 
prominent Tulsans were guests. June 7 and 8 have been set as 
the dates for the club’s annual outing and picnic. 





The Traffic Club of South Bend will hold a ladies’ night and 
dinner meeting April 9 at the Robertson Tea Room. A program 
of entertainment has been provided. 





The Traffic Club of Chicago March 27 elected the new 
officers selected by the nominating committee. The names have 
previously been published in this column. The new president 
is M. H. Kennelly, president of Werner Bros. Fireproof Storage 
Company. The officers were installed at the annual business 
meeting, following a dinner in the evening. After the dinner 
there was a vaudeville entertainment. 





The Traffic Club of Sioux City, at a recent meeting, voted 
to table the resolution of the Associated Traffic Clubs of Amer- 
ica, recommending the repeal of the Hoch-Smith resolution. The 
club is conducting an investigation with a view to determining 
what action it will take on the national organization’s resolu- 
tion pertaining to the Parker consolidation bill. 





The Traffic Club of St. Louis, at its luncheon meeting April 
2, will have as its guest and speaker Max C. Starkloff, health 
eommissioner of the city, who will talk on the subject of public 
health. 





The Oklahoma City Traffic Club will have a “boxing smoker” 
in the basement of the Grain Exchange Building April 2. 





The Tri-State Traffic Club, representing the converging 
corners of Kansas, Missouri, and Oklahoma, and holding its 
meetings in the various towns in the district included, adopted 
the following resolutions at a recent meeting at Pittsburg, Kan.: 


Be it resolvéd by the Tri-State Traffic Club, including in its 
membership representatives of Missouri, Kansas, and Oklahoma ship- 
ping and transportation interests: 

That we deplore the rejection of the nomination of John T. Esch 
to a second and thoroughly deserved term on the Interstate Commerce 
Commission on grounds that have no basis in sound transportation 
regulatory policy. 

Such action lowers the dignity of the most important adminis- 
trative commission of the government and the one which is most 
important to the people of this nation. Such a policy of determining 
the personnel of the Commission will weaken it in public confidence 
and esteem and make service thereon unattractive to men of ability 
and independence of thought, qualities which are essential to the 
continued usefulness of that body. 

We ask you, President Calvin Coolidge, to again reappoint Mr. 
Esch and fight out this matter of principle if it takes all summer 
and a & part of next winter. 

principle is larger than any man or any locality or conflict 
of \. EE. involved in any case before the Commission for deter- 
mination and it must be settled right unless the judgment of the 
Interstate Commerce Commission and the vast influence such judg- 
ment involves is to be dependent upon passing political whims— 
an end to be deplored. 





The Traffic Club of New Orleans March 26 entertained 
officials of the Mobile & Ohio and Thomas F, Woodlock, mem- 
ber of the Interstate Commerce Commission, at luncheon. Sev- 
eral talks on the growth of New Orleans as a traffic and trans- 
portation center were made. A comparison of the city in 1892 
and at the present time was made by Walter Shipley, of St. 
Louis, general traffic manager of the Mobile & Ohio. Commis- 
sioner Woodlock spoke of the work of the Commission. C. C. 
Taylor, of Memphis, assistant general freight agent of the 
Mobile & Ohio, told of the road’s growth since its founding in 
1847. Mayor Arthur J. O’Keefe welcomed the visitors. Officials 
of the road, in addition to Mr. Shipley and Mr. Taylor, who at- 
tended the luncheon were: E. B. Farrell, St. Louis; J. G. Roys- 
ter, St. Louis; E. B. Blair, New York; C. P. Jackson, Birming- 
ham; R. L. Depew, St. Louis; J. F. Ross Jr., Mobile; L. C. Cardi- 
nal, Montgomery; Haiden Miller, Jacksonville; W. E. Kennedy, 
Mobile; E. L. Robinson, St. Louis; F. J. Young, Chicago; W. E. 
Royster, Kansas City, Mo.; G. T. Dickson, Pittsburgh, Pa.; W. 
J. Caffrey, Detroit; O. C. McKay, Meridian; I. H. Wente, At- 
lanta; C. M. Whitmer, Shreveport; D. K. Jones, Memphis; L. N. 
Butts, Cairo, Ill.; H. L. Duncan, Jackson, Tenn.; A. A. Thorber- 
son, Minneapolis; T. F. Sutton, Columbus, Miss.; and H. E. Fitts, 
Cairo, Ill. Joseph Lallande, president of the club, presided. The 
attendance—235—was the largest at any of the club luncheons. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended March 17 totaled 
942,086 cars, according to the car service division of the Amer- 
ican Railway Association. Compared with the preceding week, 
this was a decrease of 9,467 cars, with decreases being reported 
in the loading of all commodities except merchandise and less 
than carload lot freight, miscellaneous freight and live stock, 
as to which increases were reported. The total for the week 
ended March 17 was a decrease of 59,846 cars below the same 
week in 1927 and a decrease of 34,932 cars compared with the 
corresponding week two years ago. 

Revenue freight loading by districts the week ended March 





_live stock, 2,228 and 2,189; coal, 5,177 — 
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17 and for the corresponding period of 1927 was reported as 
follows: 


Eastern district: Grain and grain products, 6,437 and 7,111; live 
stock, 2,329 and 2,204; coal, 35,282 and Mi ,993; goke 2,542 and 3,050; 
forest products 8,478 and 5, 020; ore, 965 and 1,499: merchandise, 

69,867 and 71,437; ‘miscellaneous, 90, $02 and 92,499; total, 
1928, 213, 602;° 1927, ao6 813; 1926, - 306. 
legh eny district: Grain ‘a grain products, 2,774 and 3,172; 
live stock, 1,842 and “1,955: ow ry 946 en 54, 116; coke, 5,421 and 
5,888; forest roducts, 2,881 and 3,361; ore, 1,805 and 3, 691; merchan- 
dise Cc. 55, 0 and 55,870; miscellaneous, 78, 186 and 83,952; 
total, 1928, 186, "395; 1927, 212, 065; 1926, 197,924. 

Pocahontas district:’ Grain and grain ‘products, 180 and 237; live 
stock, 64 and 52; ce 36,037 and 41,655; coke, 411 and 6% forest 
products, 1,724 and 1,775 ore, 108 and 115; merchandise Cc. 

an 7,715; miscellaneous, 7,458 and 6,979; total, at o08" 53, 667 
1927, 59,051; 1926, 51,479. 

Southern district: — and Laem products, 4,068 and 3,802; live 
stock, 1,971 and 1,991; coal, 25,9 and 27,900; coke, 595 and’ 832; 
forest roducts, 18,917 and 22,518; ore, 1,136 and 1,216; merchandise, 
ia. © 2,32 8 and 42,956; miscellaneous, 63,498 ‘and 64,568; total, 
1928, 158, “980 1927, 165,783; 1926, 1 - 

orthwestern district:' Grain and grain products, 12,718 and 8,377; 
live stock, 9,541 and 8,664; coal, 6,308 and 5,085; -— 1,677 and 1,288: 
forest products 20, 066 and 20, 818; ore, 528 and 739; merchandise, 
L. C. Ls, 33,033 and 34,068; miscellaneous, 35,724 and 36,023; total, 
1928, 119, 595; 1927, ans, 062; 1926, 119,563. 

Central Western district: Grain and grain rotate, 12,487 and 
10,183; live stock, 11,243 and 9,916; coal, 13,635 and 1 9,330; coke, 320 
and 442; Say roducts, 10, 331 and 9, 260; ore, 3,235 and a 3,236; mer- 
chandise 34,940 and 35,491; miscellaneous, 49,937 ro 'b1, 437; 
total, i938 136, 134; 1927, 139,295; 1926, itt 907. 

Southwestern district: Grain and B products, 5,754 and 4,979; 

140; coke, 128 ngs 138; 
forest products, 7,733 and 9, 038; ore, 361 and 459: merchandise, L. C. 
L., 17,040 and 17,141; miscellaneous, 35,879 and 35,839; total, 1928, 
74, 300; 1927, 75,923; 1926 
otal, all roads: Grain and roducts, 44,418 and 37,861; 
live “stock, 29,218 and 26,971; coal, miso. 5 and 506,219; coke, 1i, 094 
and 1 2,161; forest products, 67,1 7 and 71,790; ore, 8,138 and 10, 955; 
merchandise, Cc. 260,433 and 264,678; miscellaneous, 361,284 and 
371,297; total, T9098, 542, 086; 1927, 1,001, 932: 1926, 977,018. 


Loading of revenue freight in 1928 compared with the two 
previous years follows: 


1928 1927 1926 
Four weeks in January........... 3,447,723 3,756,660 3,686,696 
Four weeks in February.......... 3,589,694 3,801,918 3, 677, 332 
Week ended March 3...........06. a 989,863 965, 009 
Week ended March 10............. 951,553 1,004,754 967, 425 
Week ended March 17............. 942,086 1,001,932 977, 018 
I s cavccwencescwee cm ttecenan 9,890,593 10,551,127 10,273,480 


ATLANTIC STATES BOARD MEETING 


The seventeenth regular meeting of the Atlantic States 
Shippers’ Advisory Board will be held at the Syracuse Hotel, 
Syracuse, N. Y., April 5. Reports from 41 commodity commit- 
tees are docketed, as well as from the executive committee of 
the board, the railroad contact committee, and the freight sta- 
tion section of the American Railway Association. W. J. L. 
Banham, general chairman, will preside. 

A special noonday luncheon will be served at the Onon- 
daga Hotel on the day of the meeting. The speaker at this 
luncheon will be William P. MacCracken, Jr., Assistant Secre- 
tary of Commerce in charge of aeronautics. His subject will 
be “Air Transportation.” Ladies have been invited to the lunch- 
eon and arrangements made for their entertainment during the 
business sessions. 

O. J. Reen, of the Solvay Process Company, Syracuse, is 
chairman of the committee in charge. 


NEW YORK SHIPPERS’ CONFERENCE 


William H. Chandler, traffic manager of the New York Mer- 
chants’ Association, was this week elected to succeed himself 
as chairman of the Shippers’ Conference of Greater New York. 
The other officers elected are: Rollins White, vice-chairman; 
P. W. Moore, traffic manager of the Queensboro Chamber of 
Commerce, secretary, to succeed himself; G. M. Loeffler, treas- 
urer; A. J. Whitman, board of governors. These officers were 
elected on the report of the nominating committee, of which 
E. J. Tarof was chairman. The vote was unanimous. 

The meeting was addressed by Chairman Collyer, of the 
Trunk Line Association, who said the railroads were always 
willing to cooperate with the shippers for mutual benefit and 
for settlement in a peaceful way of all problems affecting ship- 
pers and carriers. 

Chairman Chandler briefly addressed the meeting review 
ing the achievements: of the last year, the most active in the 
conference history. He mentioned the final agreement made 
by the steamship companies to adopt a uniform dock receipt 
as advocated by the conference after an agitation of years. 


STEEL CAR BILL 

Witnesses for the railroads explained to the Senate com- 
mittee on post office and post roads this week the effect on 
railroad expenses of enactment of S. 2107, a bill providing for 
steel cars in the postal service. One estimate was that the 
expenses would be increased $60,000,000. It was contended that 
the requirements as to steel cars were not necessary for safety 
of railway maj] clerks and that they would put a heavy burden 
on short lines. 
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For Sale 


Second-Hand Grain}Elevator 
Equipment 













Two (2). 300 H. P. Edgemoor Water 
Tube Boilers, built in 1899. In good 
order except tubes. 


Boilers— 





About 300 ft. of 10-inch Wrought Iron 
Pipe, Extra Heavy, Sleeve Joints, Two 
Copper Expansion Bends, in good order. 


Steam Pipe— 








One (1) 10-inch Cochrane Steam Sep- 
arator, in good order. 








Two (2) 20”x30” Buckeye Engines, 
center cranks, two fly wheels on each. 
Strongly built and in good order. 


Steam Engines— 


One (1) 12” x15” Skinner Engine, old 
type, in good order. 








One (1) 14” x18” Buckeye Slide Valve 
Engine. 





Twelve (12) 36” Steel Plate Br -guaaaae 
Webster Mfg. Co., in good order. 







Clutches— 













Six (6) 60” Fans, 4 Blades, 


1944” 
wide, with bearings. 


Fans In good order. 














Twelve (12) Reading Hopper Scales, 
80,000 Ibs. capacity. 


Twenty-four (24) Keystone 
Scales, 45,000 Ibs. capacity. 


Scales— 








Hopper 





Shafting, Pulleys, 
Ete.— : 


ot | - ft. Shafting, varying from 
3h” ” diameter, with couplings 
and oh 2 in good order. Mostly 
Wrought Iron. 


age sl ee 20” Face, 72” 
dia., 4}§” 


Twelve (12) Pulleys 20” Face, 
438” Bore. 





60” dia., 
Four (4) 1144” Rope nl \peonens 10 
grooves, 84” dia., 4}§” 


Six (6) 1” Rope brroesd F a ae 10. 
grooves, 72” dia., 448” B 


Six (6) 1” Rope Sheave Pulleys. 10 
grooves, 84” dia., 448” Bore. 











The above are elevator leg head pulleys 
and drives with bearings and shafts in 
good order. 












Nineteen (19) Elevator Leg Belts, 8 
ply, Rubber, 20” wide, 315’ long, with 
18” buckets attached. 

Five (5) Elevator Leg Belts, 8 ply, 
Canvas, 20” wide, 315’ long, with 18” 
buckets attached. Practically new. 


Eight (8) Conveyor Belts, Double 
Leather, 20” wide, 51’6” long. 


Three (3) Conveyor Belts, 8 ply, Rub- 
r, 20” wide, 51’6” long. 


One (1) Conveyor Belt, 8 ply Canvas, 
20” wide, 51’6” long. 


Philadelphia Grain Elevator Co. 


F. JASPERSEN, Manager 
Port Richmond, Philadelphia, Pa. 


Elevator & 
Conveyor Belts— 
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Get a REAL Grasp 
a 


i 





aA 


IT PAYS! 


—to Avoid Self-Satisfaction 


The new traffic standards in evidence at this time are 
taxing the ability of the best men in the traffic field. 


Attractive opportunities for thoroughly trained men are 
opening up among shippers, railroads, and in I. C. C. 
practice with increasing frequency. 


ARE YOU READY TO GO UP? 


That’s the question you have to answer. But be doubly 
sure, out of self interest, that you are not thinking in terms 
of weeks and months, instead: of the years to come, when 
you answer the query. Later years will be happy years only 
if you think right—plan right—and, act right—now. 


AIM HIGH 


If you aim high the worst that can happen to you is to 
fail to reach your goal. Aim low and you stay in the 
“milling mass”—acquire a grouch—and, all too frequently— 
lose out completely. Which shall it be? 


JOIN THE ‘“‘GO-GETTERS” 
That’s the sensible solution for the ambitious, determined 
man—for the fellow who is neither self-satisfied nor lazy. 
Register for new Chicago resident classes April 5 to 14. 


Mail training available at all 


courses: 
(1) Traffic Specialization. 
(2) Traffic Law and Practice. 


GET THE FACTS! 


“Getting a Real Grasp on Traffic,” contains the story of the most prac- 
tical and resultful traffic training yet devised. In addition to the traffic story 
you will get some real traffic information and facts which are hard to find 
elsewhere—together with plenty of acceptable evidence from Rate Men, Tariff 
Compilers, Railroad Executives, and Traffic Managers, regarding the plus value 
of this new, practical and highly profitable traffic training. 


FREE 


oes OF ADVANCED TRAFFIC, 

k C, 608 S. Dearborn St., Chicago 
po Nat Please~send me your new book, “‘Get- 
ting a Real Grasp on Traffic,” without obligation 
or expense. 


times. Two separate 
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Freight Rates 


Twenty-fifth of a Series of Fifty-two Articles on This Subject, Written for The Traffic World, 
by G. Lloyd Wilson, Ph.D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


The New England Rate Structure 


The New England Freight Association, with headquarters 
in Boston, is the freight traffic association that governs traffic 
moving over the lines of carriers in the six New England states 
—Maine, Massachusetts, New Hampshire, Vermont, Rhode 
Isdland, and Connecticut—and a small portion of New York east 
of the Hudson River, except New Rochellle, New York, and 
points on the New York division of the N. Y., N. H. & H. R. R. 
west of New Rochelle. 

The territory lies in two physiographic districts, the Lauren- 
tian Plateau and the Coastal Plain, which have been discussed 
in preceding articles in this series. The rocky hillsides and 
uplands of the Laurentian Plateau section are not favorable to 






Canadian 
Territowy , 


NEW ENGLAND FREIGHT ASSOCIATION TERRITORY 


agriculture and this branch of industry is carried on primarily 
in the section lying within the Coasta] Plain. As a whole, agri- 
cultural products are not of fundamental importance as items 
of freight traffic. The forests of the northernmost. states con- 
tribute lumber and other forest products, and the quarries of 
marble, granite, and other building stones produce some traffic 
of these commodities. The numerous mills and factories pro- 
duce large quantities of manufactured goods of all kinds, espe- 
cially cotton and woolen textiles, boots and shoes, rubber goods, 
iron and steel articles, paper products, and other finished 
products. 


The raw materials from which these articles are manu- 
factured, for the most part, are brought into New England by 
water, rail-and-water, or all-rail routes from states to the west 
and south of New England. The fuel oils and coal for the 
manuacturing plants and for domestic uses are brought into 
the territory, for New England has no native fuel and only the 
factories using hydro-electric current generated by the water- 
falls are free from dependence on outside fuel supplies. 


New England rail traffic is characterized by an unusually 
heavy tonnage of outbound and local manufactured products, by 


2 heavy inbound movement of raw materials and coal, by de. 
pendence on water and rail-and-water transportation to and from 
the New England ports, by a large movement of outbound empty 
cars resulting from bringing nearly twice as many carloads of 
raw materials into New England as carloads of outbound prod. 
ucts are moved out of the territory by relatively short hauls 
in the New England states, by the relatively short average 
length of the railroads serving the territory, and by the u.- 
usually frequent interruptions and difficulties of railroad opera. 
tion in the winter seasons, which are traditionally severe ip 
New England. 
New England Railroads 


The railroads that serve New England do not, as a rule, 
serve other territories. These roads are frequently referred to 
as terminal lines, with relatively small mileages and even shorter 
average hauls. New England railroads, to a great extent, are 
dependent on through traffic, which is received from or deliy- 
ered to the trunk lines and their auxiliary roads at the junc. 
tions on the western and southern borders of the territory, with 
the Canadian railroad lines at northern and western boundary 
junctions, and with the steamship lines at the New England 
port cities. The average freight haul of all the New England 
roads is less than 100 miles per railroad compared with nearly 
140 miles for the United States as a whole. 

The leading rail’carriers serving the New England territory 
include the carriers shown in Table No. 1. 

These roads, all of which are Class I railroads earning an- 
nual railway operating revenues exceeding $1,000,000, together 
with a small number of Class II and Class III carriers, earning 
between $1,000,000 and less than $100,000, respectively, com- 
prise the railroad equipment of New England. 


Class Rates 


Class rates are of unusual importance in New England ter- 
ritory, due to the unusually large percentage of manufactured 
goods and other high grade traffic that moves often between 
New England points at class rates. The present class rate 
structure for New England territory was prescribed by the 
Commission in its decision of April 16, 1918, in the Proposed 
Increases in New England case. This adjustment is similar, 
in many respects, to that prescribed for the Central Freight 
Association territory in the C. F. A. Class Scale case in 1917? 

The territory of New England is divided by the order of 
the I. C. C. into two sections or zones, designated, respectively, 
as Zone A and Zone B. 

Zone A includes all rail lines in New England east and 
south of the line of the Berkshire and Fitchberg divisions of 
the Boston and Maine Railroad from Rotterdam Junction, N. Y., 
to Ayer, Mass.; and of the Worcester, Nashua and Portland 
divisions of the same road from Ayer, Mass., to Portland, Me. 
except the line of the York Harbor and Beach Railroad; the 
line of the B. and M., Connecticut River division from Green- 
field, Mass., to Windsor, Vt., inclusive, and from Bellows Falls, 
Vt., to South Ashburnham, Mass., and from Nashua, N. H., to 
Concord, N. H., including the-Suncook Loop, and the Central 
Vermont Railway, paralleling the B. and M., south of and in- 
cluding Windsor, Vt. This zone includes the southern and east: 
ern portion of the territory where traffic and population are 
denser and operating conditions less difficult. 

Zone B includes -the territory of sparser population, lighter 
traffic, and less favorable operating conditions served by the 
Boston and Maine, the Maine Central, the Central Vermont, the 
Bangor and Aroostook, and Rutland railroads north and west 
of the line extending through Greenfield and Ayer, Mass., to 
Portland, Me., except the sections of the lines included in Zone 
A, referred to above. 

Mileage Rates 


The rates applicable to traffic moving between points in 
Zone A were placed on the same basis as the rates prescribed 
by the Commission for traffic moving between points in Zone 
B of the Central Freight Association territory, because of the 
similarity of these two districts with respect to traffic density. 
The first class rates originally prescribed for Zone B, in C. F. 4. 
territory, increased by 15 per cent ordered by the I. C. C. in 
the horizontal rate increase case of 1917, were made the basi¢ 
rates for Zone A in New England. This horizontal rate increase 
was made applicable to all rates in the Official Classification 
territory. 

The same percentage relationship between the first class 

149 I. C. C. 421, 


245 I. C. C. 254. 
345 I. C. C. 308. 
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GULY PACIFIC LANE 


ANNOUNCES 


SAILINGS EVERY 10 DAYS 


The acquisition of two more steamers, the POINT ARENA and the POINT GORDA, 
enables the GULF PACIFIC LINE to establish a schedule which affords the most 
frequent sailings and most complete and regular service between GULF PORTS and the 
PACIFIC COAST. 


The new schedule went into effect with the sailing of the S.S. POINT FERMIN from New 
Orleans, March 24th. In future ships will depart from New Orleans every other Saturday 
and Wednesday, the interval between sailings being alternately ten and eleven days. 


The Steele Steamship Line, Inc. 
General Agents, U. S. Gulf Ports 


New Orleans 
W. J. Smith, Gen’l Agent Swayne & Hoyt, Inc. H. H. Kennedy, Gen’! Agent 
The Rookery, 209 So. La Salle St. Managing Agents 320 Merchants Exchange 
hicago San Francisco St. Louis 


Fast Freight Service : Mexico 


Through the Ports of Tampico 
and Veracruz and the National 
Railways of Mexico 


From Veracruz to: 
Mexico City 23 hours 
Pachuca: - 23 hours 
Puebla - - 20 hours 


From Tampico to: 
Mexico City - - 47 hours 
Pachuca- - - - 47 hours 


The National Railways of Mexico form the larg- 
est rail system in Mexico (8465 miles of track) 
serving 22 states, or approximately 76% of the 
total territory of the Republic. 

Weekly Services: New York (Ward Line) 


New Orleans (Cuyamel Line — Mexican- : . : 
Aiasitea Len.) For complete eigae communicate with 
F. “ eo Hoyos 


Penn Buildi 7 aaa Ry. Bch Bids. ‘ 
e e e enn s 
Through bills of lading issued by "New York oe ri ‘ 

steamship lines to all destinations  F.N. Puente, Gen, Agt. A. Horcas Com. Agt. 


psa 
on the National Railways of Mexico "gi Mona fom tar Watery Ba ar Bd si Magee Bua ™ 
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rates for various distances and for lower class rates for Cor- 
responding distances as ordered by the Commission for C. F. A. 
territory as a result of the report of Attorney-Examiner Disque, 
were prescribed for New England territory. 


Percent- Percent- 

age of the age of the 

Class 1st Cl. Rate Class 1st Cl. — 
0 SS eee ae ee ee ee 50% 
SE CODD... de verses oveopes Te Oe ere 35% 
EE CD oni cccsisovgeress 67% ee ee eee 28% 


The additional class rating rules, 25 and 26, were established 
Table No. 1 


REPRESENTATIVE NEW ENGLAND RAILROADS 


Approximate Rail 
Mileage Operation 
5 miles 

2,220 miles 

278 miles 

.. 432 miles 
1,134 miles 

1,884 miles 

410 miles 


Carrier 
Bangor and Aroostook R. 


Boston and Maine R, R 

Central New England Ry... 

Central Vermont Ry 

Maine Central R. R 

New York, New Haven & Hartford R. R 
Rutland R. R 


on the basis of 15 per cent less than second class but not lower 
than third class, and 20 per cent less than third class but not 
less than fourth class, respectively. 


The rates originally prescribed began with a rate of 20%c 
a hundred pounds, first class, for hauls of not more than 5 miles 
in Zone A, with rates for the lower classes worked out ac- 
cording to the formula discussed above. The rates scales were 
advanced at the rate of 1c to 1%c per five mile block, first 
class up to 100 miles; then by gradations of 1c to 1c, first 
class, per ten mile block, up to 300 miles; and then at the 


Table No. 2 


ORIGINAL ANDERSON SCALES FOR REPRESENTATIVE 
a are NEW ENGLAND, ZONE A, PRESCRIBED 
THE aie iy is COMMERCE COMMISSION 


—Rates in cents per 100 pounds— 
2 3 4 5 


5 
“5 


-o 


5 


cro1eie1 


6 
5 
7 
8 
9 

10. 
12 
13 
14 
15 
17 
18 


—_ of ic to 1c, first class, per twenty mile block, up to 480 
miles. 

Station to station distances are used in determining the 
mileage blocks to be used in connection with local New England 
traffic. The exact railroad distances between each freight sta- 
tion and every other New England freight station are worked 
and published in mileage tariffs by the individual railroads to 
be used in connection with the class rate tariffs to determine 
the rates to be applied.* If the exact mileage between two 
stations is not shown in the rate tables, the rates applicable in 


Table No. 3 


ORIGINAL ANDERSON SCALES FOR REPRESENTATIVE 
DISTANCES NEW ENGLAND, ZONE B, PRESCRIBED 
BY THE eben by COMMERCE ‘COMMISSION 


—Rates in cents per 100 pounds— 
2 3 4 . 5 





gaan with traffic for the next higher mileage block are 
applied 

The rates originally prescribed by the Commission, known 
as the Anderson scales, are shown for representative distances 





‘See Boston and Maine R. R. Mileage Tariff I. C. C. No. A. 1040. 
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in Table No. 2. Mr. Anderson, for whom the scales are named, 
was the attorney-examiner of the Commission who prepared the 
tentative report recommending the establishment of the scate, 

Zone B, the region of lighter traffic density, received rates 
uniformly 10 per cent higher than the rates for similar dis- 
tances first class in Zone A. The rates on classes lower than 
first were determined by the established relationship of lower 
classes to first class: Class 1, 100 per cent; class 2, 85 per 
cent; class 3, 67 per cent; class 4, 50 per cent; class 5, 35 per 
cent; class 6, 28 per cent. 

The original class B scales for selected representative dis. 
tances are shown in Table No. 3. 

Since the establishment of the original scales in New Eng- 


Table No. 4 


THE PRESENT CLASS RATE SCALES, NEW ENGLAND 
TERRITORY, ZONE A 


—Rates in cents per 100 pounds— 
2 3 4 5 
27 


34. 
41. 


5 5 
5 5 
5 

-5 5 
5 5 
5 

5 5 
5 5 
5 5 





land, changes have been made as 4’ result of the following hori- 
zontal increases and one horizontal decrease: 


1. General Order No. 28, United States Railroad Administration, 
June 25, 1918, 25 per cent increase. 

2. Ex Parte 74, July 25, 1920; 58 I. C. < 220, 40 wl a increase. 

3. Ten Per Cent Decrease Case, July 1, 1932, 68 I. C. C. 676, 10 
per cent increase. 


The result of these changes has been to place the class 
rates on the scales shown in Tables No. 4 and No. 5. Traffic 
moving across the zone boundary line between Zone A and 
Zone B pays the rates applicable as if the entire haul had been 
made in the higher rates zone. 

These mileage rates are applied uniformly and generally on 
all railroads in New England except on the roads serving the 
northern section of Maine, where traffic is very light. Here 
higher rates are assessed on the Bangor and Aroostook and 
the Canadian lines operating into this section. 

The class rates to and from points located at or near the 
borders of New England and Trunk Line territories, including 
Albany and Maybrook, N. Y., and New York and Newark, N. J., 
on one hand, and Boston, Mass., and Portland, Me., on the 
other hand, are held down by rates applicable between points 
in Trunk Line and New England territories that are sometimes 
on a lower basis than rates for the same distances in New 


Table No. 5 





THE PRESENT CLASS RATE SCALES, NEW ENGLAND 
TERRITORY, ZONE B 


—Rates in cents per 100 pounds— 
2 3 4 5 


ee 
Ce 
er 


er 
ee ee! 
eee ee ey 
a 
er 


England territory. This is often done to avoid difficulties in 
connection with the long-and-short-haul clause of the interstate 
commerce act.> 

The class rates are published in local and joint class rate 
tariffs showing the point of origin stations and the destination 
stations. The mileage between these stations is published sep 
arately and the class rate tariffs show the rate reference num: 
ber to be applied. It is not necessary for shippers to work out 
distances or to compute the rates.* 


Commodity Rates 


New England is one of the rate territories of the United 
States in which class rates are of fundamental importance. It 
must not be inferred from this statement that commodity rates 
are neglected or exceptions to the classification unused. As 4 


‘Interstate Commerce Act, Section 4. 

*For a typical mileage tariff see B. & M. Tariff, I. C. C. yr 
A-1040, — for typical class rate tariffs, see B. & M. "Tariff I. C. ‘ 
No, A-2540, and N. Y., N. H. & H. Tariff No. F-2424, supplements 
and reissues. 
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Speed on Orient MUNSON 


* EASTERN AGENTS 
Mails MUNSON-McCORMICK LINE 


The fastest service wins the mail. This line INTERCOASTAL SERVICE 
is used to carry Government Mail to the —_——__ 
Orient on account of the quick delivery. That ° ° * 
same speed is available for your freight and From Baltimore, Philadelphia and 
express shipments, thereby saving interest on New York 
Capital. Win sales by service. Sailings every . kl Fortnightl 
fourteen days from Seattle for Yokohama, a ee Pw 
Kobe, Shanghai, Hong Kong and Manila. DIRECT TO 
Through Bills of Lading issued to other ports. LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
= SEATTLE and TACOMA 
SS . Through Bills of Lading issued to other 
Ine Pacific Coast Ports; Hawaii, Far East 
T.J. Kehoe, General Eastern Agent, 32 Broadway, New York City and British Columbia 
W.G. Roche Inc., General Agt., R. W. Bruce, General Agent, 
"Detroit, Mich. Giese MUNSON STEAMSHIP LINE 
L. L. Bates, General Freight Agent, Munson Building, 67 Wall St., New York 
1519 Railroad Ave. So., Seattle, Wash. Branch Offices 
Chicage, St. Louis, Pittsburgh, Baltimore 
@ e Philadelphia, » New Orleans 
American Mail Line ———— 
Other Offices, Boston, Philadelphia, Portland, Ore. McCORMICK STEAMSHIP Co. 
Tacoma, Wash. Vancouver, B.C. and Victoria, B.C. GENERAL PACIFIC COAST AGENTS 





Mexico’s Dependable Freight Service 
MEXICAN RAILWAY—VERA CRUZ ROUTE 


NEW ORLEANS NEWYORK 


CUYAMEL AMERICAN WARD 


ns LINE LINE 
= 


is 







PACHUCA 


Mexico city % 














- MEXICAN 
S = CUSTOM HOUS 
#8 tog TT “= a = EUROPEAN LINES 
<<«via & B copy ee. 
ds MEXICAN RAIWAY €—4K Ley EUROPEAN LINES wanna 
PUEBLA @ Design 
7 — From VERA CRUZ WEEKLY SERVICES 
Only Standard MEXICO CITY etl tin 
The Short Line in Distance 23 Hours NEW YORK—Ward Line 
Toi PACHUCA NEW ORLEANS—Cuyamel Line 


The Short Line in Time of Transit PUEBLA —20 Hours NEW ORLEANS—Mex.-Am. Line 


Through Bills of Lading Issued by Steamship Lines to All Destinations on Mexican Railway. 


MEXICAN RAILWAY COMPANY 


G. W. WEST, General Freight and Passenger Agent W. F. PATON, General Agent 
Apartado No. 68 te Mexico City . Marquette Building, Chicago 82 Beaver Street, New York 








810 


matter of fact, the rivalry between thé railroads and steamship 
lines, the competition of all-rail and rail-and-water and all-water 
routes, and the competition of industries and jobbers for the 
markets of New England have resulted in the establishment of 
many commodity rates. The low intrinsic value of a number 
of commodities produced and consumed in New England makes 
it necessary that charges lower than the normal bases of glass 
rates be established on these goods. 

Commodity rates are found published in specific or general 
commodity rate tariffs'and exceptions to the classification ars 
provided on many commodities, including: Ice, manufactured 
and natural; building brick, face brick, and fire brick; manure 
and fertilizers; cord wood; lumber and forest products; pulp- 
wood; stone, including slab, crushed, broken, curbing, paving 
and building stone; machinery; textiles; sand; gravel; coal and 
derivatives of coal; oils and greases; iron and steel articles; 
fruits and vegetables; wooden boxes; wrapping paper; ba 1xite 
ore; lime, plaster, and gypsum; wood veneer; rosin sizing; 
wool and voils; cement; manganese ore.’ 

Commodity rates are sometimes made on mileage s<ales 
similar, in many respects to, but on a lower basis than the 
class rate scales. Articles are also removed, in some Cases, 
from the classification and take a lower basis of classification 
when the articles move between certain points. Other com- 
modities are assigned to a percentage of a class rate, usually 
of a low class. In other instances commodities take the same 
rates as other commodities that receive special commodity rates. 
Special commodity rates are frequently provided without any 
definite basis or plan to move certain articles that require 
special treatment. These rates are made to meet water com- 
petition or for other purposes and the rates are fixed at any 
levels that will move the traffic to the satisfaction of the shippers 
and carriers. 





7A typical local and joint commodity rate tariff, see B. & M., 
I. C. C. No. A-2600. 


LUMBER SHIPMENTS 


Lumber production, shipments aond orders the week ended 
March 24 surpassed all previous records for this year, according 
to reports received by the National Lumber Manufacturers’ As- 
sociation from 720 leading softwood and hardwood mills of the 
country. Production increased approximately 15,000,000 feet 
over the preceding week to 311,000,000, while orders reached the 
unprecedented total of 359,689,000 feet, as compared with 340,- 
850,000 feet reported for the week before from 715 mills. 

Gains in the softwood group were substantial despite the 
fact that 346 mills reported for the week under review while 361 
filed reports for the preceding week. Compared with the corre- 
sponding period of last year, the currently reporting softwood 
mills recorded an increase of 38 per cent in orders, 32 per cent 
in production and slightly less than 20 per cent in shipments. 

The 374 hardwood units included in the analysis showed 
comparatively large gains all along the line as against the fig- 
ures for the 354 units reporting for the preceding week. Pro- 
duction and shipments each increased approximately 10 per 
cent, while orders advanced more than 16 per cent. In this 
group, because of the larger number of currently reporting units, 
the figures are not comparable with those of last year. 

The following table compares the lumber movement, as re- 
flected by the reporting mills of eight softwood and two hard- 
wood regional associations, for the three weeks indicated; 000’s 
omitted: 


Corresponding Preceding Wk., 

Past Week Week, 1927 1928 (Revised) 

Soft- Hard- Soft- Hard- Soft- Hard- 

Mills (or wood wood wood wood wood wood 

MME) occas 346 374 332 143 361 354 

Production ..... 254,843 56,176 192,567 20,279 246,208 50,421 

Shipments ..... 263,642 56,867 218,768 22,949 261,578 51,585 
Orders (New 

ee 300,055 59,634 217,408 25,577 289,565 51,285 





*A\ unit is 35,000 feet of daily production capacity. 


VOLUME OF TRAFFIC 


Freight traffic handled by the Class I railroads in January 
amounted to 36,271,193,000 net ton miles, according to reports 
received from the railroads by the Bureau of Railway Econom- 
ics. Compared with January, 1927, this was a decrease of 
2,961,323,000 net- ton miles, or 7.5 per cent. It also was a de- 
crease of 1,404,444,000 net ton miles, or 3.7 per cent under Janu- 
ary, 1926. In the Eastern district, there was a decrease of 12.6 
per cent in the amount of freight traffic handled in January 
compared with the same month the year before, while the 
Southern district reported a decrease of 8.8 per cent. The 
Western district, however, reported an incrase of eight-tenths 
of one per cent. 

The average daily movement per freight car in January this 
year was 27.6 miles, a decrease of nine-tenths of a mile under 
the daily average for the same month last year. The average 
daily movement per freight car in January this year was the 
same as that for January, 1926. In computing the average move- 
ment per day, account is taken of all freight cars in service, 
including cars in transit, cars in process of being loaded and 
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unloaded, cars undergoing or awaiting repairs and also cars 
on sidetracks for which no load is immediately available. The 
average load per freight car in January, 1928, was 27.2 tons, 
including less-than-carload-lot freight as well as carload freight. 
This was a decrease of 1.2 tons under the average for January, 
1927, and a decrease of four-tenths of a ton under that for 
January, 1926. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended March 24 totaled 13,332 cars, as compared with 15,38) 
cars (revised) the preceding week and 14,325 cars in the corre. 
sponding period of 1927, according to the Bureau of Agricultura] 
Economics of the Department of Agriculture. Shipments were 
reported as follows: 


Apples, 730 cars; asparagus, 233 cars; carrots, 222 cars; cabbage, 
820 cars; cauliflower, 206 cars; celery, 752 cars; cucumbers, 5 cars; 
imports, 1 car; eggplant, imports, 20 cars; grapefruit, 608 cars; im- 
ports, 68 cars; green peas, 151 cars; imports, 11 cars; lemons, 182 cars; 
lettuce, 942 cars; mixed citrus fruit, 204 cars; mixed vegetables, 722 
cars; imports, 27 cars; onions, 256 cars; oranges, 1,664 cars; imports, 
75 cars; pears, 22 cars; peppers, 52 cars; imports, 32 cars; spinach, 498 
cars; strawberries, 55 cars; string beans, 49 cars; sweet potatoes, 
329 cars; tomatoes, 125 cars; imports, 340 cars; potatoes, 4,433 cars; 
imports, 251 cars. 


LIVESTOCK BY MOTOR TRUCK 


“More than 8,300,000 head of livestock—cattle, hogs and 
sheep—were delivered in motor trucks to eighteen livestock 
centers in 1927,” said C. D. Morris of the Western Railways’ 
Committee on Public Relations, in an address this week. “These 
figures were compiled by the corn belt farm dailies, published 
at the packing centers throughout the west, and do not take 
into account the many thousand head of livestock delivered by 
truck to the smaller markets or direct to the packers. 

“It would have required 141,602 single deck freight cars to 
have handled this livestock had it been delivered by rail, as it 
would have been delivered a few years ago. It is estimated that 
western railroads are losing from eight to ten million dollars in 
freight revenues annually in the livestock industry alone, a loss 
that is not only likely to continue, but is growing larger each 
year. 

“The growth in trucking business has been co incident with 
the increase in hard-surfaced highways. The increase in the 
number of livestock delivered by truck in the last few years 
has been about 1,500,000 head annually. Moreover, the delivery 
of livestock is but one class of the business done by motor 
trucks. Other agricultural products are likewise carried to the 
city from rural districts and these same trucks seldom retum 
to the farm empty, large quantities of merchandise, farm ma- 
chinery and other commodities being carried back on the re 
turn trip. 

“One of*the peculiar features of this development is found 
in the fact that the more the railroads contribute in the way 
of taxes for road purposes, the more business they lose to the 
motor trucks, the lines of which extend every time a new mile 
of dependable highway is constructed. The process is one in 
which the railroads are caught both going and coming. 

“It has been conclusively proven that the delivery of live 
stock in trucks from a distance of 100 miles to the market 
place is economically unprofitable. The railroads can deliver 
the stock more cheaply than the motor truck. If, therefore, we 
are to maintain an efficient system of steam railroads for our 
long-haul business, it is evident that we must permit them suf 
ficient earnings from this class of business to compensate for 
the loss of short-haul traffic. This is true because the railroads 
cannot afford to lose their short-haul business without a com- 
pensating increase in long-haul business or a higher level of 
rates for the business they now have.” 


BUS REGULATION BILL 


Chairman Parker, of the House committee on interstate and 
foreign commerce, has introduced H. R. 12380, a bill to regulate 
motor vehicles operated in interstate commerce for the trans 
portation of passengers. The bill is a revision of previous 
measures dealing with the subject of motor vehicle regulatio! 
and omits provisions relating to the regulation of motor trucks. 

It is understood the bill has the support of the bus division 
of the American Automobile Association, the National Associ 
tion of Railroad and Utilities Commissioners, the American Rail- 
way Association and the American Electric Railway Associatiol. 

The bill provides for regulation by the Interstate Commerce 
Commission and for use of state commissions, where such 
commissions agree to act as federal agencies, for administratiol 
of the provisions of the bill. a 

Certificates of public convenience and necessity authorizilé 
operation of busses in interstate commerce are required under 
the bill. Motor carriers in bona fide operation at the time the 
act becomes effective would have 90 days from such effective 
date to file applications for certificates and have the right 
continue in operation until their applications have been finally 
decided. The bill also provides that the fact that an applicant 
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for a certificate was in bona fide operation at least one year 
prior to the opening day of the legislative session at which 
the act is passed and since then and at the time the application 
is made has been continuously in such operation shall be con- 
sidered prima facie evidence as to the public convenience and 
necessity of such operation. 

The bill provides for hearings on applications for ceftifi- 
cates and that in determining whether or not the public con- 
venience and necessity warrant the granting of a certificate 
the board or commission hearing such application shall give 
reasonable consideration, among other pertinent matters, to the 
public convenience and necessity for the transportation proposed 
and to existing available transportation agencies and service. 

Carriers must file bonds or policies of insurance binding 
them to pay any final judgment arising out of death or injury 
to passengers or injury to other persons and property as the 
result of any negligent act on the part of a motor carrier, under 
the provisions of the bill. Provision is made for exemption of 
carriers from these provisions where a showing is made that a 
carrier is financially able to pay judgments. 

The bill provides that all rates, fares and charges of motor 
carriers shall be stated in money and shall be just and rea- 
sonable. Tariffs shall be prepared, filed and posted in the man- 
ner prescribed by the Commission. Carriers will be required 
to charge the exact fares stated in their tariffs, except as to 
transportation for which no charge may be made or a reduced 
charge made under the restrictions that apply to carriers sub- 
ject to the interstate commerce act in sections 1 and 22 of that 
act. Changes in rates, fares and charges may not be made on 
less than 30 days’ notice, except when authorized by the boards 
or Commission. Rates, fares or charges may be assailed as 
unjust and unreasonable in complaints. 

The bill provides that the Commission shall promulgate a 
uniform system of accounts to be used by motor carriers. 
Authority is also conferred with respect to requiring continuous 
and adequate service. Provision is made for appeals to the 
Commission from state boards or joint boards of state commis- 
sions. Penalties are provided for violations of the act or orders 
of the commissions. 

Chairman Parker issued a statement outlining the provi- 
sions of the bill and said that early action should be taken by 
the committee on the measure. He referred particularly to 
conditions in the tunnel under the Hudson River between New 
Jersey and New York and over the bridge between Philadelphia 
and Camden and the need for regulation of interstate bus traffic 
between those points. 


NEW HAMPSHIRE MOTOR COMPETITION 


(Bulletin of Railway News and Statistics) 

That there is need for some regulation of motor service is 
shown by the answers of the Boston & Maine R. R. to the ques- 
tionnaire of the New Hampshire Public Service Commission. 

From these it appears: 


That motor truck competition ig far more serious than motor bus 

competition; 
at decrease in service on the Boston & Maine system has not 
kept poee with the decrease in patronage; 

That the speeding up of passenger trains by omitting stops has 
stimulated passenger travel; 

That the operation of motor busses by the railroad has made it 
possible for it to protect itself against destructive highway compe- 
tition. It has made faster through trains possible. 

That the reduction of rates has not sustained the theory that a 
general reduction would produce increased business, and 

That the management has concluded that a general reduction in 
passenger rates would be unwise. The reason for this conclusion are 
thus stated: 

“Such a reduction would have to be made on the full rate fare, 
as the commutation rates are already too low. Most of the riders 
who have left the railroad use the private automobile and are already 
paying more for their transportation than it would cost them by 
— — very little traffic would be gained by reducing the 
rail rate.”’ 


That the effect of motor bus competition on the passenger 
revenue of the Boston & Maine R. R. has been serious enough to 
be alarming is shown in the following statement of passenger 
revenues since 1920, which includes the returns for freight: 


Passenger Freight 
revenue revenue 
$18,426,031 $50,055,425 
20,058,2 51,813,305 
20,213,911 51,422,292 
21,309,338 49,106,133 
23,022,539 53,296,874 
22,556,855 48,310,267 

47,660,728 





24,680,435 53,306,738 
25.34% 6.09% 


MOTOR VEHICLE REGULATION 


The Philadelphia Inquirer says: “The motorbus is here 
to stay. It is a public convenience and supplies transportation 
needs at a low cost which the railroads cannot match in many 
cases. For suburban traffic it can and does stop a dozen times 
within the limits of a small town where the railroad can stop 
only once. However, the motorbus depends upon the construc- 
tion and maintenance of immensely expensive public highways. 
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Taxes and license fees, there. 
fore, should be adjusted so that they represent an adequate 
return for the privilege of doing business on these roads. There 
should be strict state and particularly interstate regulation, 
The solution of the problem would seem to lie in proper govern. 
mental control and adjustment of railway and motorbus services 
so that they will not be ruinously competitive.” 


LOCATION OF CARS 


The percentage of home cars on home roads, Class I, as 
of March 1, was 71.6, according to the semi-monthly bulletin of 
the car service division of the American Railway Association, 
By classes of equipment the percentages were as follows: Box, 
63.6; refrigerator, 77.1; coal and coke, 76.9; stock, 87; flat, 80.1; 
tanks and others, 94.8. By districts the percentages for all 
classes of equipment were as follows: Eastern, 64.1; Allegheny, 
79.6; Pocahontas, 65.2; Southern, 72.1; Western, 72.9. 


A. R. A. TRANSPORTATION MEETING 


The annual meeting of the transportation division of the 
American Railway Association will be held at the Chase Hotel, 
St. Louis, April 26. The business before the session will be 
the consideration of and action on the reports of the following 


standing and special committees: General committee; com- 
mittee on car service; committee on records; committee on 
demurrage, storage, reconsignment, and diversion; committee 


on freight handling service; committee on railroad business mail, 
and the report of tellers. Car accounting and transportation 
officers are especially urged to attend. 


COAL PRODUCTION AND SHIPMENT 


Bituminous coal production the week ended March 17 was 
estimated at 9,945,000 net tons by the Bureau of Mines of the 
Department of Commerce. This represented a decrease of 447; 
000 tons as compared with the revised estimate for the pre- 
ceding week. Anthracite production was estimated at 1,044,000 
net tons, a decrease of 442,000 tons compared with the preceding 
week. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended March 17 totaled 393,812 net tons, of which 
265,635 tons were for New England delivery. At Charleston, 
S. C., 1,565 tons were dumped for bunker use. 

Cars of coal forwarded over the Hudson to eastern New 
York and New England the week ended February 25 were 
reported as follows: Bituminous, 2,578 cars; anthracite, 1,869 
cars. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
March 8-14, inclusive, was 340,195 cars, as compared with 352,854 
cars in the preceding period, according to the car service divi- 
sion of the American Railway Association. There was no car 
shortage reported. The surplus was made up as follows: 


Box, 117,845; ventilated box, 649; auto and furniture, 12,254; total 
box, 136,748; flat, 8,162; gondola, 84,271; hopper, 77,374; total’ coal, 
161,645; coke, 1,227; S. D. stock, 22,105; D. D. stock, 2,370; refrigerator 
12,526; tank, 503; miscellaneous, 909. 


Canadian roads reported a surplus of 14,000 box, 350 flat, 
400 gondola, 1,000 S. D. stock, 350 refrigerator and 208 miscel- 
laneous Cars. . 





Digest of New Complaints 


No. 20640. Sub. No. 1 E. & A. Opler, Inc., Chicago, Ill., vs. Pent- 
sylvania. . P 
Ratings, rates and charges in violation of sections 1, 2, 3 and. 
of the act, on cocoa refuse or cocoa dust and/or cocoa powder, In 
paper lined burlap bags from Florin and Philadelphia, Pa., 10 
Chicago, Ill., St. Louis, Mo., and Brooklyn and/or New York, . 
Y. Asks relief for future, waiver of collection of alleged under- 
charges and reparation. 
No. 20672. Sub. No. 1. Interstate Commerce Commission vs. Mis- 
souri-Kansas- Texas. 

Alleges violation of section 7 of the Clayton act in connection 
with acquisition of stock of St. Louis Southwestern. 

No. ~_ Norwood, Calef & Co., Keene, N. H., vs. Boston & Maine 
et al. 

Unreasonable rating, rate and charges on chair seat frames from 
Kaede, N. H., to Meriden, Conn. Asks relief for future and reP 
aration. 

No. 20782. Rock Island (Ill.) Chamber of Commerce Traffic Bureal 
et al. vs. Santa Fe et al. he 

Rates and charges in violation of sections 1, 3 and 13 of t 
act, on general merchandise between E. Moline, Moline and Roc ; 
y meverey Ill., and various points throughout Iowa. Asks relief fo 

uture. 
Noa. — Sunderland Bros. Co., Omaha, Neb., vs. Missouri Pacific 
et 


al. 

Alleges violation of sections 2 and 3 of the act with respect 
to shipments of rough quarried stone blocks from Carthage re 
Phenix, Mo., to Omaha, Neb. Asks rates for future and reparat ren 

No. Fy Wilkoff Co., Youngstown, O., vs. Akron & Barberto 
elt et al. 

Rates and charges in violation of first three sections of the act, 
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on crop ends, fish tail ends and imperfect and short pieces of 

steel, etc., from Newton Falls and arren, O., to Cleveland, O., 

Ae er oe Pa., Detroit, Mich., and Chicago, Ill, and between 
lg O,, and various stations in Official Classification terri- 

ia 7. Asks joint through commodity rates and reparation. 

No. 20786, Red >» Wing Millwork Co., Red Wing, Minn., vs. C. M. St. 
et al. 

Rates and charges in violation of sections 1 and 6 of the act, 
on carload shipment of oo building woodwork and carpenter’s 
lumber from Red Wing, Minn, to Flint, Mich. Asks reparation. 

No. — Winslow Griffin Co., Watertown, S. D., vs. Great Northern 
e . 

Unreasonable charges on salt from Cincinnati, O., to Water- 

town, S. D. Asks reparation. 


No. 20787. The Industrial Rayon Corporation, Cleveland, O., vs. Pere 
Marquette et al. 
Unlawful rate in violation ‘of long-and-short-haul clause of sec- 
tion 4 on carbon bisulphide from Midland, Mich., 
Asks reparation. 


to Cleveland, O. 





NOTE—items in the Decket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


April Arig ow Ill._—Examiner Disque: 
nr 3069—Cancellation of routing on nooo and petroleum 
* oleate from ~~}. ~ in Texas on K. C. M. & O. of Tex., to Illi- 
nois Terminal Co. stations in Ill. when via A. & E. R. R. 


April 3—Oklahoma City, Okla. nee | “au of Okla.: 
Finance No. Application of the C. R & P. Ry. for a cer- 
tificate of public convenience and suum for the construction 
and operation of an extension of its existing line of railway from 
Bowlegs, Seminole county, Okla. m in a yy direction to a 
point in Section 10, Township 6, North, Range 6 East, in Seminole 
county, Okla., and for permission to retain excess earnings thereof. 


April 3—Washington, D. C.—Examiner ae: 
° =e , oe Appl. 13346 filed by St. L.-S. F. Ry. and M. 8S. B. & 


April 3—Twin Falls, Ida.—Examiner Jewell: 
a A “_ Idaho agi Rel. Public Utilities Commission of Idaho 
vs. O. S. 
20415—State of idehe Ex Rel. Public Utilities Commission of Idaho 
vs. O. S. L. R. R. et al. 


April rr. D. C.—Assistant Traffic Director Pitt and Ex- 
aminer 
| — Applications 2040 et al., 11406, 13262, 13187. (Further 
earin, 


April 4—Washington, D. C.—Examiner Sullivan: 

* Finance No. 6719—Application of Delaware and Hudson Co. for au- 
thority to acquire control of the Ticonderoga R. R. by purchase of 
capital stock. 

April 4—Chicago, Ill.—Examiner Disque: 

3079—Coal from Southern Illinofs to Interstate destinations. 


April 4—Bellefonte, Pa.—Public Service Commission of Pennsylvania: 
Finance No.—6596—Application Bellefonte Central R. R. for a cer- 
tificate of _— convenience and necessity authorizing the con- 
struction of an extension of its railroad. 
Finance No. 6627—Application of Bellefonte Central R. R. for au- 
thority to acquire control by purchase.of the Fairbrook Branch of 
the Pennsylvania R. R. 


“en 4—Ar i aament at Washington, D. 
Lumber from points in ik and Okla. on the K. C. S. 
4° a connecting lines to St. Louis, Mo., Group pts. 
uthern Pine Assn. vs. C. & E. Ry. et al. 
1. & S. 3017—Livestock from Texas to Indiana. 


April 4—Pittsburgh, Pa.—Commissioner Porter and Examiner Ames: 
20278—Rate on ep ea Acid from Natrona to Brackenridge, Pa. 
17260—Bertha ral Co. vs. B. & O. R. R. et al. 

April 4—New York N. Y.—Examiner Howell: 
16012—The Richmond County Coal Merchants’ Assn. et al. vs. B. 

o 
(Solely as to amount of reparation due under the report, 101 I. 
Cc. C. 154, and for purpose of supplying the necessary additional 
proof to entitle complainants to an award of reparation). 

April 5—Washington, D. C.—Examiner Davis: 

* Finance No. 6767—Joint Application of Northwestern Bell Telephone 
Co., Mountain States Telephone & Telegraph Co., and the Golden 
Valley Telephone Co. for a certificate that the acquisition by the 
first two named companies of the properties of the latter com- 
pany will be of advantage to the persons to whom service is 
to be rendered and in the public interest. 

* Finance No. 6794—Joint Application of Southwestern Bell Telephone 
Co. and the Alderman Telephone Co. for a certificate that the 
acquisition by the former company of the properties of the latter 
company will be of advantage to the persons to whom service is to 
be rendered and in the public interest. 

* Finance No. 67! oint Application of Southwestern Bell Telephone 
Co. and Pecos & Rio Grande Telephone Co. for a certificate that 
the acquisition by the former company of the properties of the 
latter company will be of advantage to the persons to whom serv- 
ice is to be rendered and in the public interest. 

ogee tye D. C.—Examiner Bartel: 


2973 (and ist supplement)—Rules for body icing from South- 
* eastern territory. 
April 5—Chicago, Ill—Commissioner McManamy and Examiners Koe- 
bel and Paulson: 
bp ae Structure Investigation, Part 2, Western Trunk Line 
gis Ay 87 ‘sub. No. 1)—Class rates within Western Trunk Line 
bee D Chamber of Commerce of Kansas City, Mo., vs. Director Gen- 
e a 
14625—Class rates to and from Nebraska stations. 
16226 (and Sub. Nos. 1 to 4, inc. ae Champer of Commerce 
Traffic Bureau vs. A. & R. R. R. 
16838—Board of R. R. Seiendentanate > North Dakota vs. C. M. & 
St. P. Ry. et al. 


Docket of the Commission 
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No. 20788. Abel Construction Co., Lincoln, Neb., vs. C. B. & 2. et al, 
Unreasonable rates on paving brick ‘from Buffalo, Kan., to Wil. 
ber and Friend, Neb. Asks cease and desist order and febaration 
No. 20789. The Star Drilling Machine Co., Portland, Ore., vs. Southern 
Pacific et al. 
Rates in violation of section 6 of the act, on steel billets from 
Akron, O., to Portland, Are. Asks cease and desist order and 
reparation. 


No. 20790. The National patties Outerwear Association, New York, 
N. Y.. @ A C. & ¥. Ot al. 

Rates in violation of first three sections of the act, on knit 
goods, when packed in fiberboard containers, from Cleveland, O., 
=. various destinations. Asks just and reasonable classification 
rules. 

No. 20791. Illinois Oil Co., Rock Island, IIl., 

Rates in violation of sections 1 and 
kerosene, distillate, 
and Tulsa, Okla., to 


vs. Santa Fe et al. 

6 of the act, on gasoline, 

as oil and refined oil from Cushing, Garber 
lton and Mayfield, Ky. Asks reparation. 





ha gy ered of Commerce of Kansas City, Mo., et al. vs. A. & 
. R. et al. 
16945—Board of R. R. Commissioners of North Dakota vs. A. & W. 


y. et al. 
16981—Chamberlain Community Club et al. vs. A. & W. Ry. et al. 
17030—Sioux Falls, . ay Chamber of Commerce Traffic Bureau vs, 


17235—Intrastate Class rates within the state of South Dakota. 

17980—Bismarck Association of Commerce of Bismarck, N. D., et al. 
vs. Great Northern Ry. et al. 

18454—Commercial Club of Fargo, N. D., vs. A. & W. Ry. et al. 

18735—Grand Forks Commercial Club vs. A. & W. Ry. et al. 

18790—Dodge City Chamber of Commerce vs. Santa Fe et al. 

ber 5 ect City (Iowa) Chamber of Commerce vs. A. & R. R. R. 


al. 

19635-Procter & Gamble Manufacturing Co. vs. Santa Fe et al. 
19037—Procter & Gamble Manufacturing Co. vs. B. & O. R. R. et al. 
19195—Alliance Chamber of Commerce et al. vs. A. & R. R. R. et al. 
ee of Commerce of Kearney, Neb., vs. A. & R. R. R. 

8 
Portions of Fourth Section Application Nos. 1842 et al. filed by 

W. H. Hosmer and others in so far as they cover fourth A @- 

partures in class rates in issue in No. 17000, part 2. 
* a ee of Commerce of East St. Louis, m., we. AT. & ES 
y. eta 


April 6—Argument at Washington, D. C.: 
Finance No. 5543—In = Matter of the Application of the Los 
Angeles & Salt Lake R. R. for certificate of public convenience 
and necessity. 


a we oe Iil.—Examiner Disque: 
& S. 3078—Beverage containers from southeastern and Carolina 
* territory to points in Illinois Freight Association territory. 
aory am Francisco, Calif.—Railroad Commission of State of Call- 
ornia: 
Finance No. 6633—Application of Sacramento Northern Ry. for au- 
thority to construct a line of railroad in Solano county, Calif. 
April 6—Ogden, Utah.—Examiner Jewell: 
19733—Hylton Flour Mills, Inc., vs. L. A. & S. L. R. R. et al. 


ie 6—Washington, D. C.—Examiner Sullivan: 
inance No. 677 3—A pplication Buffalo, Rochester & Pittsburgh Ry. 
fer on to operate over the subway railroad in Rochester, 


* Finance No. 6782—Application N. Y. C. R. R. for authority to op- 
erate over the subway R. R. in Rochester, N. Y. 


April 7—Fayetteville, Ark.—Examiner Clifford: 
19820—Northwest Arkansas Freight Bureau vs. K. C. S. Ry. et al. 
April er Ill.—Examiner Disque: 
* |. & S. 3006 (and 1st and 2nd supplemental orders)—Grain and grain 
products from western points C. F. A. territory. 
April 9—Tulsa, Okla.—Examiner Clifford: 
i. & S. 3071—Routing from and to points on the C. R. I. & P. Ry. 
in Okla. and Defined teritories. 
April 9—Phoenix, Ariz.—Examiner McGrath: 
20372—Cady Lumber Corp. et al. vs. Apache Ry. et al. 
Arizona Grocery Co. et al. vs. A. T. & S. F. Ry. et al. 
April 9—Columbus, O.—Examiner Carter: 
3 \ ancellation of Commodity Rates on Sewer Pipe in C. 
F, A. Territory. 
I. & S. 3059—Sewer Pipe and Wall Coping from various Pennsylvania 
points to New England and Eastern Trunk a Territories. 
he wk frye ng Clay Products Co. vs. A. R. R. et al. 
- & S. 3059 (ist and 2nd supplemental rect Ma oS pipe and wall 
“coping from various Penna. points to New England and Eastern 
Trunk Line Territories. 


April 9—Salt Lake City, Utah.—Examiner Jewell: 
20134—-Covey-Ballard Motor Co. vs. C. Mi, & St. 
20241—Taylor Motor Co. vs. A. T. & S. F. Ry. oF al. 


April 10—Tulsa, Okla.—Examiner a 
20483—Tulsa Traffic x x. et al. vs. & S. F. Ry. et al. 
April 10—Washington, D. C. be. E fe 
20516—George B. Hild, E. G. Hitt and Joseph Moudry, and as the 
executive committee representing the — . committee of 
holders of securities issued by C. N. & . R. vs. 8. 


a 11—Phoenix, Ariz.—Examiner McGrath: 
.@ Ss. 3081-—Hogs from Mo. River and Neb. points to Cactus and 
oenix 


April 11—Bluefield, W. Va.—Examiner rere: 
20359—Bluefield Grocery Ce. We. N.Y. C. RB. BR. et al. 
20361—Williamson Supply Co. vs. N. 'Y. CG. R. R. et al. 
20362— Williamson Goastey Co. vs. N. Y. C. R. R. et al. 
20368 (and a Sub. Nos. 1 and 2)—Tug River Grocery Co. vs. N. Y. © 
20431 ‘MeDewell County Wholesale Co. vs. N. Y. C. R. R. et al. 
20432—McDowell County Wholesale Co. va, WN: -¥.°¢6. = R. et al. 
20492—-Sterling Hardware Co. vs. N. Y. C. R. R. et 
20506—Lewis rniture Co., Inc., vs. N. Y CS. & x ‘al. 


7 ae et al. 
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GERMAN RAILROAD 


FREE FREIGHT RATE SERVICE 


The German Railroad Company of Germany has established a 
free freight rate bureau for the convenience of 
American Import and Export shippers 


Freight Rates Furnished To, From and Through 
Germany and To Central Europe Free of Cost 


APPLY TO 


GERMAN RAILROAD COMPANY 
Freight Information Office 


HANS ENGEL, General American Representative 
11 Broadway, NEW YORK, N. Y. 


Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 


From Philadelphia. ..Wednesdays and Saturdays 


Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
321 Commercial Trust Bidg., PHILADELPHIA, PA. 


Service That Satisfies 


TRIPP WAREHOUSE COMPANY 


Merchandise 2"4 Machinery Storage 
POOL CAR DISTRIBUTION 


MEMBER 
AMERICAN CHAIN OF WAREHOUSES 
CHICAGO, 53 West Jackson Blvd. NEW YORK, 260 W. Broadway 





NEW TEX LINE 


Differential Rates 
WEEKLY SERVICE TO 
Brunswick, Ga., and Houston, Texas 


From Pier 1, North River, New York, Saturday 
Pennsylvania Pier 4, Canton (Baltimore), —— Monday: night. 
AB and C Terminal, Brunswick, Ga., Thursday. 


For information apply to 
New England, New York & Texas 
Steamship Corporation 
33 Rector Street, NEW YORK, N. Y. 
Cotten, Reenenge ‘an N. Emanuel & Co. be Soe 
wee oO 
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LEONARD'S GUIDE 


Freight, Express, Parcel Post 
RATES and ROUTINGS 


All in One Book! 


Entirely different from a you have 
ever seen. It saves Time and Money. 


We keep our subscribers advised of all changes by our 
special when 


supplements and by notice necessary. 
The Guide is entirely revised and reprinted each year. 


Four years ago used in only 25 cities. 
Today used in 700 cities! 
Why? 

Because we save our subscribers money 


Send for sample sheets showing how we give 
parcel post and express rates from your city to 
every point in the United States and Canada. 


G. R. LEONARD & CO., Inc. 


155 North Clark St. 15 East 26th Street 
CHICAGO NEW YORK 

















PANAMA MAILS. S. CO. 


Fast Freight and Passenger Service 
Scheduled Sailings via Panama Canal 
From SAN FRANCISCO and LOS ANGELES te HAVANA and NEW YORK 
EASTBOUND SAILINGS 


From San Francisco From Los fagetcs 
> S. COLOMBIA.......... .... April 14 April 1 
je VENEZUELA. ...........006 May May 7 
s . Goeeee................. May 26 May 28 


Alse regular sailings fer Mazatlan, Champerico, San Jose de 
Guatemala, Acajutla, La Libertad, La Unien, Cerinte, 
Puntarenas, San Juan del Sur, Balbea and Cristebal (Panama) and 
Buenaventura. 


ieee ee at Panama for South America and Begin see Ports 


Through rail export bills of lading issued transcontinental 
territory via San Francisco and Los Angeles Fe yy 
West Coast Mexican and Central a ports. 


—OFFICE 
350 Cal. 
10 Hanever Sa, New Yorks N.Y. 648 S Spring St. Les Auseloe, Gal. | 
Pi hm a so ebeaneveswbbawcers Bie Mie athe bes sate. tees hes combo ee 








S. N. LONG WAREHOUSE 


Storers, Distributors 
Forwarders 


General SESE 


Pool Car Distribution — Prompt and Intelligent Service 


SAINT LOUIS, MISSOURI 
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a a ar ge! a 1 to 15, incl.)—J. Amicon Bros. & Co. vs. N. 


zoo “(and Sy. ” a © to _- incl.)—Bluefield Produce & Provision 
2o4ss (and Sub. Nos. 1 to incl.)—Flat Top Grocery Co. vs. N. Y. 
Cc. R. R. et ab 
ree 11—Tulsa, Okla.—Examiner Clifford: 

14995—P hillips Petroleum Co. vs. A. T. & S. F. Ry. et al. (further 
hearing, solely with respect to proof of the amount of reparation 
due complainant). 

Aee 11—Argument at Washington, D. C.: 

10526—Anaconda Copper Mining Co. et ‘al. vs. Director General, as 
agent, A. A. R. R. et al. 

10581—American Smelting -4 gene Co. et al. vs. Director Gen- 
eral, as agent, A. A. R. R. 

17963—Bunker Hill & ives inies & Concentrating Co. vs. O.- 
Ww. _ & N. = et al. 

April alameda Ill.—Examiner Stiles and Parker: 
* 17000—Part Nine—Western Live Stock Rates (adjourned hearing). 
April 12—-Lexington, Ky.—Examiner Hosmer: 

1.& S. 3051—Class rates between various Kentucky points and points 

in Official Classification territory. 


POSITIONS WANTED OR OPEN 


POSITION WANTED—Traffic manager, steady, reliable and com- 
petent, desires position as traffic manager with lively industry; fully 
experienced and ra ualified to handle your traffic problems satis- 
factorily. Address N. D. R. 86, care Traffic World, Chicago, Ml. 











POSITION WANTED—Traffic manager, several years’ experience, 
railroad and industrial; technical training; capable of handling large 
volume of business; .best of reference. Address C. Y. O. 90, care 
Traffic World, Chicago, Ill. 





WANTED—To purchase a set of interstate commerce commission 
reports and decisions; particularly the earlier volumes. Address Box 
O. R. EB. 94, care Traffic World, Chicago, IIl. 


WASHINGTON, D. C. 


When in Washington, Eat Well Seasoned, Home Cooked Food at 
THE AVENUE CROWN 
Across the Street from I. C. C. BLDG. 


BREAKFAST — LUNCH 
DINNER 1727 Penna. Avenue N. W. 
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WAREHOUSES delivers (Ct Freight 


alchimaenii than either 


DECATURSILLINOIS = Cuicaco or Srlours 
DISTRIBUTION 4~c WAREHOUSING 


MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Located in Heart of Railroad District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 South Front Street, MEMPHIS, TENN. 


OF nn 1 LOFT AN eT®) 


JOS. STOCKTON TRANSFER CO. 


SOUTH CANAL STREET 
ESTABLISHED 1857 
TEAMING — MOTOR TRUCKING — CARLOAD 
DISTRIBUTING 







East St. Louis, Illinois 










DISTRIBUTION WAREHOUSE 
ST. LOUIS COTTON COMPRESS CO. 
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CHICAGO TANK CAR COMPANY 


RAILWAY EXCHANGE BUILDING 
Works: fine -siyetomn Telephone Harrison 3486! 


Hegewisch, Illinois): ¥-B-, . 5. CHICAGO, ILL. 
TANK CARS 


TANK CARS TO LEASE We Rebuild and Repair Tank Care 





C & A TERMINAL WAREHOUSE Co. 


Connection with tunnel 
service to depots and 
central location give 
speediest deliveries at 
minimum cost. 


358 W. Harrison St., Chicago | 


Chicago’s and Kansas City’s Most Modern Warehouses 


MERCHANDIS ESTORAGE and 
2000 Carieed ~=PPOOL CAR DISTRIBUTION 


Crooks TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


MEMBERS A.W.A O.W.A 


it a =) 9 7 a 
TERMINAL 


BSBUILOS BETTER BUSINESS 


MERCANTILE WAREHOUSING AND DISTRIBUTING 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General Merchandise Storage and Distribution 
Prompt and Intelligent Service 


References: Any jobber, banker or transportation man in the city. 
DEEP WATER AND RAIL CONNECTIONS 


BALTIMORE, MD. 
GENERAL MERCHANDISE STORAGE 
Pool Car Distribution Forwarding—Rigging 


BALTIMORE TRANSFER CO. 


Telephone Calvert 0300 300 Block, North Front St. 


i Storers, Distributors and Forwarders 
of General Merchandise 


< 175,000 Square Feet Floor Space 
3 Southern R. R. Siding.  25¢c Ins. Rate 


Virginia Bonded Warehouse Corp. 
1709 East Cary Street 








sprinklered warehouse, 2,000 feet long by 189 feet 

wile” Pdivided inte 18 compartments of about 20,000 

ome feet each with platform and tracks on tw® 
es. 

The floor is built on the ground and is particularly 
adapted to storage of heavy commodities. Will rent 
any number of compartments and wet Ties 
* lessee here if desired, or will handle com 

a regular storage basis. Traffic i pi tfation fur- 
ee on request. 

Low Insurance—A Wonderful Distributien Point. 
Address Room 407 Federal Commerce Trust Buildings 
ST. LOUIS, MISSOURI 
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HE Chain of Tidewater Terminals and 

Allied Inland Warehouses offer facil- 

ities to the Merchant Marine, shippers 
and consignees of export and import cargoes 
never before available in this country. 


Ultra-modern buildings, equipped in the 
most. up-to-date manner, afford the greatest 
safety and security with the lowest possible 
insurance rates. Direct rail transfer except 
in New York where the terminal is located 
within “free lighterage limits”. 


Centralized administration under a manage- 
ment specializing in terminal and warehouse 
operation, insures a uniform high standard 
of service throughout the entire chain, to 
vessels and shippers alike. 
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Strategic Points 
pe ‘for Shippers and Distributors 


W. B. McKINNEY, Sec’y and Treas. 


and ALLIED INIAND WAREHOUSES - _ aga 


HARVEY C.MILLER President 
COMMERCIAL TRUST BLDG.PHILA. PA. 
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BOSTON TIDEWATER TERMINAL, INC. 
J. M. Hoffman, V. P. & Gen’l Manager 
666 Summer Street, Boston, Mass. 


ATLANTIC TIDEWATER TERMINALS 
G. W. Green, V. P. & Gen’l Manager 
17 State Street, New York 


PHILADELPHIA TIDEWATER TERMINAL 
G. M. Richardson, Gen’l Manager & Treas. 
10 Chestnut Street, Philadelphia 


re TIDEWATER TERMINALS, INC. 


A. Moore, Manager 
Norfolk, Va. 


KEYSTONE WAREHOUSE Co. 

W. S. Bishop, Gen’l Manager 

Seneca and Hamburg Streets, Buffalo, N. Y. 
MERCHANTS’ WAREHOUSE CoO. 


Snowden Henry, Supt. 
10 Chestnut Street, Philadelphia . 
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RICHARD D. JONES, Western Traffic Mgr. 
1646 Transportation Bldg., Chicago 
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THE TRAFFIC WORLD 


A Report to the Public 


The annual report to the stockholders 
is a part of the routine of business in 
railway companies, as in other corpora- 
tions. The making of such a report is a 
recognition of the responsibilrty which 
the owners have placed on the manage- 
ment for the successful handling of their 


property. 


Railway management, however, has a 
double responsibility. It owes allegiance 
also to the public. The nature of railway 
service makes the conduct of a railroad 
a public trust, and the public is entitled 
to know how that trust is discharged. 


We all like to see where our money 
goes. Here is a report to the public on 
what became of every $100 spent for 
Illinois Central service in 1927: 


The operation of trains, stations and 
other transportation services cost $32.63. 
That included $5.74 for locomotive fuel. 


The upkeep of cars and locomotives 
took $16.14 and the upkeep of other 
property $12.78, a total for upkeep of 
$28.92. 


The publication of tariffs and solicita- 
tion of traffic took $1.90. Dining car 
and restaurant service accounted for 65 
cents. Legal expenses amounted to 27 
cents. Investigation of the value of the 


railroad cost 9 cents. Pensions to retired 
employes took 36 cents. Clerks and other 
general office employes were paid $1.31. 
General officers received 20 cents. Pay- 
ments of loss and damage claims totaled 


$1.44. Miscellaneous general expenses 


accounted for 42 cents. 


Charges made to cover the wearing out 
of equipment took $5.97. Rents paid for 
the use of property belonging to others 
took $4.64. Interest payments on bor- 
rowed money came to $8.65. Taxes took 
$6.21. 


All the expenditures up to this point 
totaled $93.66. That left $6.34 of the 
original $100. Dividends to stockholders 
took $5.53, leaving 81 cents to be applied 
on property improvements. 


Railway expenditures, as this outline 
illustrates, are widely dispersed. More- 
over, they are promptly made; little 
money remains long in the railroad’s 
keeping. That stimulates commercial 
activity. 


Constructive criticism and suggestions 
invited. 


L. A. DOWNS, 
President, Illinois Central System. 


CHICAGO, April 2, 1928. 
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| Terminal Railroad Association 
OF ST. LOUIS 


‘The Terminal of Capacity and Expedition’’ 
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ROUTE YOUR FREIGHT VIA ST. LOUIS AND SPECIFY 
“T.R. R.A.” IN YOUR BILLS OF LADING 


Interchange Connections with ALL Railroads reaching St. Louis and East St. Louis 
Industrial Switching SERVICE of the most excellent character 
Industrial Switching RATES the lowest to be found in any large city 

Prompt information supplied as to movement when requested 

Three belt lines in the St. Louis District and three in the East St. Louis District provide 

amply for industrial expansion 
Large areas of moderately priced property, conveniently located for industrial development 
are available along these belt lines 


Information regarding RATES, SERVICE, FACILITIES and INDUSTRIAL LOCATIONS 
’ may be obtained by addressing 


EDWARD CLEMENS, Traffic Manager, 111 Union Station, St. Louis, Mo. 
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Extensive Mu- 
nicipal Wharves 


ave Always 
Available Here! 


ERE at Los 

Angeles Harbor 
are the most modern 
municipal wharves in 
the world! 
















Shipside and transit 
shed tracks. Broad 
roadways. Especially 
designed for Pacific 
Coast trade. Write 
for additional infor- 
mation! 
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Here Is Why 


ship operators now 
make Los Angeles a 


regular port of call! 
On the OPEN OCEAN (no bar) 
* an “always open”’ port. 


Main channel fairway 1000 feet 
* wide. 


Channels and berths from 30 to 
35 feet at low water. 











Adequate turning basins strategi- 
cally located. 






« Ample protected anchorage. 





Cheapest bunker port in the ~ 
* world. 






. Two completely fitted ship build- 
* ing and repair yards. 12,000 and 
15,000 ton dry docks. 


NANAYWA YN = 






Perfect climatic conditions (out 
* ef storm and fog belt). 


fos) 





: 9 Lowest wharfage and dockage 
co ae ee ee: come . . * rates on the Pacific Coast. 
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Your Saw Table—how much 
crating lumber does it WASTE? 


Most men say offhand, “Oh, about ten per cent.” pervision. Less factory space. Lighter weight. Lower 


We have tested it in actual Crating Expert Service. freight costs. No chance of defective material being 
The waste of cutting crates in the packing room aver- used. Fewer damage claims and adjustments. Noth- 
: ing to throw away. 
ages nearer 15 per cent than ten. In several cases it > aoe a 
goes as high as 25 per cent! Profits? Extra margin in short hauls. Réaching out 
a 4 ‘ for profitable customers in wider territory. 


Good will? Neater packages. Ahead of competition. 
Shipments arrive in fine condition. Customers 
happy. Positive sales help. 

This is the story of Weyerhaeuser Crating Service 
to hundreds of business men. Your business is no 
exception. Call for the Weyerhaeuser man. Make 
him tell you the whole story of Weyerhaeuser Cut- 

Savings? Lower cost of material and labor. Less su- to-size Crating, Box Shooks and Crating Lumber. 


WEYEROALUSER CRATING LUMBER’ STANDARD LENGI HS OR CUT IO SIZE 


(7 WEYERHAEUSER FOREST PRODUCTS 
SAINT PAUL. MINNESOTA 


Producers for industry of pattern and flask lumber, factory grades for remanufacturing, 

lumber for boxing and crating, structural timbers for industrial building. And each 

of these items in the species and type of wood best suited for the purpose. Also producers 
of Idaho Red Cedar poles for telephone and electric transmission lines. 


Every industrial man who wants to discover the new 
profits of new economies should look into Weyer- 
haeuser Crating Methods and Cut-to-size Crating. 


Ideal light-weight crating lumber (choice of 8 kinds), 
cut at the mills into standard pieces to build your 
standard crates, 





4 


‘Nps; 


Weyerhaeuser Forest Products are distributed through the established trade channels by the Weyerhaeuser Sales Company, Spo- 
kane, Washington, with branch offices at 806 Plymouth Bldg., Minneapolis; 208 So. La Salle St., Chicago; 2563 Franklin Ave., 
St. Paul; 1600 Arch St., Philadelphia; 285 Madison Ave., New York; P. O. Drawer 629, Port Newark, N. J.; 2401 First National 
Bank Bldg., Pittsburgh; 1313 Second National Bank Bldg., Toledo; 1418 R. A. Long Bldg., Kansas City. 
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London Midland & Scottish Railway Company 


of Great Britain 


Important Announcement 


Freight Forwarders Shipping Agents 
Traffic Managers Export Managers, etc. 


Shippers to inland points in England should obtain at once 


from the L M S Freight Offices in America 
New British Railway Freight Rates 


based upon the Revised Classification and New Standard 
Charges in force from January lst, 1928. 


No printed tariffs can be issued, but L MS American 
Offices will quote, on application, on all commodities from 
all British Ports to all points in the interior of Great Britain. 


For information, apply to 


THOMAS ARTHUR MOFFET 
Freight Trafic Manager in America 
LONDON MIDLAND & SCOTTISH RAILWAY COMPANY 
of Great Britain 
One Broapway, New York City 
Tel. Bowling Green 4260 
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SINCE 1858, THE WORLD’S LARGEST MAKERS OF QUALITY BAGS 


' BROOKLYN 


COTTON w© BURLAP w PAPER ws PRINTED OR PLAIN 


SE a _—— 








Now Theyre Shipping Paint in Bags 
to lower packing and transportation costs 
(ante nt itself... 






ra 


i 







Bag Factories 
ST. LOUIS 
MINNEAPOLIS 
OMAHA 

NEW ORLEANS 
SAN FRANCISCO 
INDIANAPOLIS . 
MEMPHIS 
KANSAS CITY 
SEATTLE 
WINNIPEG 
HOUSTON 


BUFFALO 
WICHITA 
WARE SHOALS,S.C, 


Cotton Mills toe ol Si 
ST. LOUIS 
INDIANAPOLIS 
BEMIS, TENN. 





RY paint, of course—and that’s the point—the paint 
Bleachery must be kept dry, from the time it is packed until it is 


— mixed and used. 
Paper Mill ; ae 
PEORIA So they ship dry paints in Bemis Waterproof Bags—which 


protect the paint from loss and deterioration in freight cars 
and from the elements on platforms and in open trucks. 


There’s a saving, too, compared with the old way of shipping 
in barrels—a saving in costs of handling, freight, and storage 
space—not to mention a lower initial cost. 


Can you attain such savings? To find out, just ship us one 
unit of your product in its usual container; the Bemis Tech- 
nical Staff will study the problem, and ship your product 
back to you in a Bemis Bag or tell you frankly it can’t be 
done. All without obligation on your part. 


BEMIS BRO. BAG CO., Address: Gen’! Sales Offices, ST. LOUIS, U.S. A. 


IS 
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Great Northern 


“A Dependable Railway” 


---A Reputation Justly Earned Because Its Speedy and 
Dependable Freight and Passenger Service Between 


St. Paul, Minneapolis, Duluth, Superior, Sioux City, 
Winnipeg, Billings, Butte, Spokane, Portland, Seattle, 
Tacoma and Intermediate Points 
is made possible by competent crews 
operating First-Class Equipment, Perfect 
Roadbed, Automatic Electric Block Sig- 
nals, Modern Motive Power, Including 
Oil-Burning and Most Powerful Motor 
Generator Electric Locomotives. 


Route of the 


New Oriental Limited 


A train of extra quality but no extra fare 


Daily between Chicago and the Pacific Northwest 





G. H. Smitton A. J. Dickinson 
Freight Traffic Manager Passenger Traffic Manager 
St. Paul, Minn. ~ St. Paul, Minn. 
H. G. Dow M. J. Costello 
Assistant General Freight Agent Western Traffic Manager 
New York City Seattle, Wash. 


T. J. Shea, Assistant General Freight Agent, 79 W. Monroe St., Chicago, III. 


Great Northern Railway 
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(JRL THE REDWOOD LINE C2 


Gulf- Pacific Coast Cargo Service 


A DEPENDABLE COMPANY 


CHICAGO BIRMINGHAM 
R. F. Thompson H. B. Rox 
901, 11 So. La Salle St. 201 Brokers Bldg. 


Phone Central 4645 Phone 4-4362 


MODERN ALL-STEEL SHIPS 
IN FORTNIGHTLY SERVICE 


BETWEEN 


GULFPORT, MOBILE, NEW ORLEANS 





AND 


LOS ANGELES HARBOR AND 
SAN FRANCISCO BAY POINTS 


ALL CARGO CAN BE STOWED 
UNDER AND BETWEEN DECKS 


ST. LOUIS MOBILE 
Fred D. Royce Munson §.S. Lines 
1634 Arcade Bldg. Pier 8, M. & O. Docks 
Phone GArfield 2287 GULFPORT . Phone 4097 

The Redwood Line 
G. & S. I. Bldg. 
Phone 468 


GENERAL PACIFIC COAST AGENTS: McCORMICK STEAMSHIP CO. 


SAN FRANCISCO OAKLAND LOS ANGELES 
900 Matson Bldg. Lawrence Terminal 1110 Lane Mortgage Bldg. 


215 Market St. 1 Jefferson St. 208 West Eighth St. 


Offices also in Portland, Seattle and_Tacoma 


Finkbine-Guild Transportation Co. 


General and Local Offices Located: 
1421 New Orleans Bank Building - - NEW ORLEANS 
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McCORMICK-DEERING 
Industrial Tractors—— 


Faithful Servants 
of the English 
and Canadian 
Railroads 


——And, of Course, Serving 
Scores of Railroads 
in the United States 


ABOVE: The Canadian National Ry. has used this tractor 
over a year at the Transcona Shops, Winnipeg 


BELOW: The Canadian Pacific has two of these at the 
Weston Shops, Winnipeg 


RIT Winnipeg both of the great railway systems, the Canadian Pacific 

\Y ) and the Canadian National, use McCormick- -Deering INDUSTRIAL 

| Tractors. These compact units are earning their salt and their cost 

~A\| many times over, on a wide variety of jobs around the yards and 
shops. The view below shows this International Harvester product at New- 

castle-on-Tyne. It is shown handling seven English railroad freight “waggons.”’ 

With the adjustable jib crane it is also kept busy loading and unloading 
freight. In the United States many railroads—among them such leading lines 

as the I. C., the C. M. & St. P., the Nickel Plate, the C. & E. 1, the Central of 
Ga., the Monon, and the Rock Island—rate McCormick-Deering INDUSTRIAL 
Tractors among their most highly efficient, most useful, and most profitable 
equipment. Our representatives will be glad to demonstrate the tractor fully. 


INTERNATIONAL HARVESTER COMPANY 


606 So. Michigan Ave. —— Chicago, IIl. 


International Harvester Industrial Power on the job at 
Newcastle-on-Tyne, England 
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SOUTHERN PACIFIC LINES 


























te ; ® ® 
: 2 a 8 
i 5 @ OFF LINE AGENCIES sick 
as Ae 
2 —e--} 
ne & ses 
aaes eS 3” 
22 5H soo y 
$s q a 2 nee 
EE : Vol 
BS ae ws . 
zi z 
: — 
® @ ; E. F 
® ® H. A 
Dy =z & 
5 Spaas B. J 
» © mae s 
a 3 aoe) = 
a * B Eo The 7 
BEE Case 
o3s38 g*en 
Res 5 oo 
b= <= 3 oF 
Qa m > 3 
® ® s 
e The T 
te Oy ~ o ey 
Fy altura re rae fm me oe oe Se 7 
o fen] tore? Q@ ® =— 
a el Or” Harlingine on — Ai 
<£ = rey Wey Brow” — Bot 
~ of ONE 
a3G5 asad SIX } 
Pars ae THRE 
| an :6:6 SING 
.s BR ER se 
a a ¥ 
® ® eo wo 418 
' S45 < 
. a7 — 
all ges 
Aye n wi 
ae ae - * 
mass 
Sy es 
meas ® ® “ire 
Es <é -s circ 
° “Ox 
Je 37 a ve roa 
Cg Se a5 ae its 
Sees vo.) anes me 
= om %; : 
mo mo . eB : all 1X ms Be e 
Bo Bi | "aa ane cas 
® ® x im Pes 
bine 3 4 to « 
te P ~ resi 
FS : : uct 
F 3 Se 25 the 
_ E na” ae) ° 
a & a 3 es sib! 
eo. sé BP ae : 
<3 Zo FF G2 t101 
fm OC mom E42) » 4 
Ox rm 
a Za 26 of 
ma oO Leaving Port of Houston for France a mo 
® ® 
can 
= HOUSTON, TEXAS @ @ say 
3 ry b ” ° ee ee 2 . 
=z Fs 66 HE city that fools geographers.” Fifty Headquarters of the Texas and Louisiana oF “Ff mis 
Sy 4 - eS gh iy. ow eee Lines of the Southern Pacific System are 25 ant Co: 
Ose , the great Houston Ship Channel—ocean located here, with extensive shops. Develop- sasc 
: Za going vessels ply between Houston and the im- 5 él cmeieniiliien’ wnals th i ie saom mu 
$E~ portant ports of the world. Served by Southern: ee eee Sen ee ee 3B rad 
SESS Pacific Lines and eleven other railways, Houston oil, cotton, garden truck, fruit, rice and lum- er : 
mm is the greatest railroad center between New ber interests assures Houston’s continued . ced 
® ® Orleans and San Francisco. progress in the world of commerce. 
Q@ @ on 
7 Write, telegraph or ‘phone 4 < ex] 
2 ® **General Agent, Southern Pacific Lines’’ ® Han 27 
,.. The Postman Knows Him aaa. ae 
a ae cao s 2 tha 
Pa) S ie 30 5 < a ‘ 
E zs weet lor 
4352 , gz ef 
a a = aa 
< oar hay 
®@ 8 re) 


fro 
fra 





